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FOREWORD

This report is one of eight reports produced as part of the evaluation of the TravTek operational field
test, conducted in Orlando, Florida, during 1992-1993. TravTek, short for Travel Technology, was
an advanced driver information and traffic management system that provided a combination of
traveler information services and route navigation and guidance support to the driver. Twelve
individual but related studies were conducted during the evaluation. Evaluation goals and objectives
were represented by the following basic questions: (1) Did the TravTek system work? (2) Did drivers
save time and avoid congestion? (3) Will drivers use the system? (4) How effective was voice
guidance compared to moving map and turn-by-turn displays? (5) Was TravTek safe? (6) Could
TravTek benefit travelers who do not have the TravTek system? (7) Will people be willing to pay for
TravTek features?

Evaluation data were obtained from more than 4,000 volunteer drivers during the operation of 100
specially equipped automobiles for a 1-year period. Results of the evaluation demonstrated and
validated the concept of in-vehicle navigation and the provision of traveler information services to the
driver. The test also provided valuable results concerning the drivers’ interaction with and use of the
in-vehicle displays. This project has made many important contributions supporting the goals and
objectives of the Intelligent Transportation Systems Program.

Samuel C. Tignor, Ph.D., P.E.

Acting Director, Office of Safety and
Traffic Operations Research and
Development

NOTICE

This document is disseminated under the sponsorship of the Department of Transportation in the
interest of information exchange. The United States Government assumes no liability for the contents
or the use thereof. This report does not constitute a standard, specification, or regulation.

The United States Government does not endorse products of manufacturers. Trade and
manufacturers’ names appear in this report only because they are considered essential to the object of
the document.
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OVERVIEW

The TravTek Safety Study presents a comprehensive analysis of the TravTek Operational
Test from a safety perspective. This study entailed the analyses of safety-related data
from all of the TravTek empirica studies which included the Rental User Study, Local
User Study, Y oked Driver Study, Orlando Traffic Network Study, and the Camera Car
Study. These studies provided vehicle collision data, driver/vehicle performance
measures, observer measures, and driver subjective measures.

The objectives of the Safety Study were to determine:(12)

a If theusersof the TravTek system as deployed in Orlando experienced a different
level of safety than drivers of comparable vehicles without the TravTek system.

b. How the different TravTek configurations affected the safety experience of the
drivers.

¢. How the safety experience as observed in Orlando for the 100 vehicle deployed in
the operationa field test would change as a function of the level of market
penetration as the system becomes more widely deployed.

In order to meet the above objective, a Safety Study methodology was devel oped that included
the following four analytical steps.

Analyses of Facility and Traffic Volume Effects on Base Accident Rates

This step presents areview of the literature and analyses for establishing the impact of traffic
congestion on accident rates. The analysis considers the correlation that exists between traffic
volume and facility type. The results of these analyses were used to establish risk factors
associated with levels of congestion as a function of facility type for use in INTEGRATION
modeling. (3

Thisanalytical step addressed the first objective of the TravTek Safety Study. The results
indicate that the national crash rate of 1.74 crashes per million veh-km (2.8 crashes per mvm)
traveled varies considerably as a function of facility type and other variables. This variance
ranges from alow rate of 0.33 on urban Interstates to a high rate of 5.26 crashes per million veh-
km (8.464 crashes per mvm) on rura local roads. The former urban Interstates only represent
0.30 percent of al road mileage by carry nearly 13 percent of all vehicle km. The latter local
roads represent nearly 55 percent of all road km, but only 4.5 percent of all vehiclekm. Crash
rates on rural roads were found to be 6 times as high as on urban roads. Furthermore, the
accident rates, when expressed in crashes per million veh-km for urban roads, were found to
range from 0.33 to 1.08, 1.536, 1.539, and 2.12 for Interstates, other principal arterials, minor
arterias, collectors, and locals, respectively. The implication of the above finding is that it is
more appropriate that any TravTek accident rates should be compared to the urban national
average crash rate of 1.197 crashes per million veh-km, rather than the combined rural and urban
value of 1.768. It also indicates that the hierarchical routing algorithm within the TravTek
vehicle, which favors higher class roads over lower class roads, is desirable from a safety point
of view. This desirability arises from the fact that the former road classes are 3 to 5 times as
safe per vehicle-km as the latter.



The examination of traffic effects hasindicated that there is a positive correlation between traffic
volume and accident rates for arterials. It also indicatesthat there is a negative correlation for
freeways prior to the onset of congestion. However, the latter freeway accident rates are shown
to increase by afactor ranging from 2.0 to 3.0 when queues develop. The difference in the
finding for freeways as opposed to arterials may be attributed to the fact that queues are aways
present at traffic signals. However, as the traffic volumes increase these queues gradually
become more preval ent---but their presence is never a sudden occurrence. On the other hand, on
freeways, theinitia increase in traffic volume prior to the onset of queuing has an effect of
reducing the variability in speeds. This reduction in turn may reduce the accident rate until
queues form. When queues form, the speed differences increase dramatically, and hence cause a
dramatic increase in the accident rates.

Evaluation of TravTek Operational Test Incidents and Accidents

This step presents a description of the incidents and accidents that occurred during the TravTek
Operational Test that involved TravTek vehicles. The incident statistics are compared against
data provided by AVISfor the US and Orlando fleets of non-TravTek vehicles. Exposure vaues
are estimated for Renters, Local Drivers, Driversin Controlled Field Studies, and Evauation
Personnel. The accident statistics for these groups are compared against national statistics. In
addition, detailed analyses are presented for accidents involving crashes.

The entire population of driversin TravTek drove approximately 1 887 977.77 km during the 10
month test phase of the program. The use of crash data to assess the impact of roadway
treatments on safety generally requires multiple years of crash datato be recorded. In TravTek,
data were collected for a 10-month period for a small fleet of vehicles (small for this type of
analysestechnique). The methods presented in this report provide a technique for assessing the
safety impact of in-vehicle displays; however, the study suffersfrom alack of data with respect
to exposure.

The review of the crashes and incidentsin TravTek suggests that the system did not pose a
serious safety problem. For the entire population of test drivers there were three crashes
(Renters, Local drivers, and driversin the System Effectiveness Studies). Two of these crashes
involved TravTek vehicles that were stopped in private parking facilities when they were struck
by another vehicle. None of the test drivers mentioned the TravTek system in their accident
report forms.

The magority of crashes during the 10-month operational test were for the driversin the Other
category. This category included VIP's, experimenters, AVIS personnel, and TravTek partners
who were testing the capabilities of the system.

Statistical analyses of the TravTek crash data showed that the crash rates for the different studies
did not significantly differ from an adjusted population crash rate. That is, crash history for the
driversin the Field and System Effectiveness Studies suggests that the TravTek system did not
have a negative impact with respect to safety.

Estimation of Potential Safety Impacts of TravTek In-Vehicle Devices

This step summarizes and integrates the results of the Field (Rental and Local User Studies), and
System Effectiveness (Y oked Driver Study, Orlando Traffic Network Study, and Camera Car



Study) Studies to estimate the potential impact of TravTek in-vehicle systems on safety. The
analyses presented under this step rely heavily on the use of driving performance, observational,
and subjective data. These are measures such as speed variability, lane deviation, eye glance
(off-road) frequency and duration, perceived workload, near misses (reported by observers), and
abrupt maneuvers. The analysis draws upon the results of the field and system effectiveness
studies to establish functional relationships between accident risk and such factors as display
type, experience with the traffic network, experience with the TravTek system, and driver age.

The results showed that the Turn-by-Turn display was safer than the Route Map display, and
configurations with voice were estimated to be safer than those without voice. The Camera Car
Study results showed that there were more safety-related errors (near misses) in the TravTek
route map without voice condition than currently used methods for navigating (e.g., Paper Map).
Also, experience with the use of the TravTek system was estimated to have a potential for
increasing safety.

The results of this third analytical step were integrated with the results of the analyses of
TravTek incidents and crashes to derive an estimate of the impact of TravTek in-vehicle devices
on safety. These estimates are employed in the INTEGRATION modeling where sensitivity
trade-off analyses were performed. That is, potential impacts associated with route guidance,
navigation, and congestion avoidance were traded-off against the potential impacts associated
with use of in-vehicle devices.

Modeling the Potential Safety Impacts of TravTek

This analytical step presents the results of INTEGRATION modeling studies. The modeling
studies served to “integrate” the results of the previous analytical efforts. Potential safety
impacts of TravTek-like systems were investigated under varying levels of market penetration
and traffic demand. Measures of effectiveness with respect to risk were computed. The results
showed a significant main effect for level of traffic demand on accident risk, aslevel of traffic
demand was increased (increased congestion) accident risk was increased. There was an
interaction between level of traffic demand, level of market penetration , and Advanced Traveler
Information System (ATIS) equipped versus non-equipped vehicles. At low levels of market
penetration and low levels of traffic demand, the equipped vehicles had lower safety risk relative
to the non-equipped vehicles. However, at the low levels of market penetration (less than 30
percent) and high levels of traffic demand (10 percent greater than average demand at 6:00 p.m.
peak) the ATIS-equipped vehicles were shown to have a higher safety risk relative to the non-
equipped vehicles. At higher levels of market penetration (greater than 30 percent) there was not
areliable differencein risk between the ATIS- equipped and non-equipped vehicles.

The modeling studies showed the interaction between congestion, facility type, and diversions
about congestion on safety risk. For the Orlando traffic network, diversions away from
congestion present on freeways will involve driving on arterials or lower classroads. Inthe
Orlando traffic network thereis not the possibility of freeway to freeway diversions. The
TravTek routing logic is such that it places the vehicle on higher level facilitiesif possible for a
trip. Therefore, trips generally start on lower class roads, increase to higher class roads (e.g.,
freeways), and do not divert from the higher class road until required to reach the destination.
Under levels of low traffic demand, therefore the ATIS equipped vehicleswill remain on the



freeways and will experience alower level of risk relative to the background traffic. The
background traffic is expected to use lower classroad relative to the ATIS equipped vehicles
under level of low traffic demand. When demand is higher, but no congestion exists that leads to
diversions, the ATIS equipped vehicles experience alevel of risk nearly equivalent to the
background traffic However, at levels of high traffic demand where diversions dueto
congestion will occur, the ATIS equipped vehicles will experience ahigher level of risk relative
to the background traffic due to their greater level of diversion on to lower, and riskier, class
roads. Thiseffect of increasing risk for the ATIS equipped vehicles due to diversionsto avoid

congestion, disappears asthe level of market penetration goes beyond 30 percent.

The TravTek system is a distributed architecture where the vehicles receive network travel time
information from the Traffic Management Center (TMC) and optimize their own individual
travel times However, there is a feedback |oop between the TravTek vehicles and the TMC in
that the vehicles transmit probe reports to the TMC which are subsequently used to compute
travel times for transmission by. the TMC. To understand the impact of this architecture feature
and the fact that the TravTek vehicles do not tend to divert when congestion is not present, one
needs to consider two casesin asimultaneous manner: (1) low level of market penetration and
high traffic demand (congestion will be present); and (2) high level of market penetration and
hightraffic demand. When thereisahigh level of market penetration, the feedback 1oop
between the vehicles and the TMC will result in a smaller proportion of equipped vehicles
diverting from the higher classroads. That, is after alarge number of vehicles are diverted to a
lower class road to avoid congestion, this diversion route will also become congested or not
present more advantageous travel times relative to non-diverting. The updated travel times from
the TMC will reflect the impact of the diversion of traffic (both equipped and non-equipped) on
thediversion route. On the other hand, when market penetration is lower, the feedback loop
between the vehicles and the TMC is such that a greater proportion of equipped vehicles will
divert from the higher class roads and thus incur a higher risk relative to the background traffic.
In other words, at lower levels of market penetration the TravTek equipped vehicleswill divert a
greater proportion of time relative to the background traffic.

SUMMARY

Analysis of incidents and accidents indicated that the TravTek vehicles did not impose an added
safety risk. The analysis of incident and accident data suffered from the fact that there were
relatively few miles driven and few incidents and accidents were observed. In order for a
methodology that uses accident data to have a chance of observing a negative or positive effect
on safety due to the introduction of an in-vehicle system or other manipulations (e.g., changes to
road design), significantly more km of exposure would be needed. |f anything, the methodol ogy
used for examining accident and incident datais more likely to find a negative effect rather than
apositive one dueto the statistical properties of the analysis.

Review of the results from the Field and System Effectiveness Studies showed that different
configuration of the in-vehicle system presented different levels of risk. Analysis of estimates of
safety risk such as number of near misses and number of safety-related errors when a hazard was
present showed that when driving with the route map display, drivers had about twice as many
near misses and safety-related errors relative to the other conditions. It should be noted that



driversin the Paper Map condition tended to drive from amemorized route, and were shown to
make significantly more stops than driversin TravTek equipped vehicles. These drivers tended
to stop when they needed route directions. The TravTek Turn-by-Turn display with voice
augmentation was shown to have alow level of safety-related distraction that was at about the
same level as when driving a memorized route. Individual safety-related measures, such as lane
deviations, glance durations in excess of 2.5 s, and abrupt longitudinal maneuvers showed
similar trends; Turn-by-Turn with voice augmentation being among the best and route-map
without voice augmentation consistently being the worst of all conditions.

Number of wrong turns while traveling to a destination, a performance measure that is not
apparently directly related to safety risk, was also analyzed as part of the Safety Study. Anaysis
of this measure showed that drivers with TravTek made significantly fewer wrong turns relative
to driversin non-TravTek vehicles. The probability of making awrong turn was estimated for
TravTek equipped ‘and non-equipped vehicles and used as input for the modeling studies with
INTEGRATION. Making wrong turns, on the average, increases trip distance and time. This
measure was shown to have a significant impact on safety risk when employed in the modeling
studies. Thefact that TravTek driverstend to make fewer wrong turns than the background
traffic, on the average, yields a safety benefit to the TravTek drivers.

The modeling study showed an interaction between level of market penetration and level of
traffic demand on predicted accident rates. The predicted safety effects for the TravTek system
were also shown to be dependent on the nature of the traffic network and the system architecture
(e.g., distributed logic for routing of vehicles based on real-time information). At low levels of
market penetration, a TravTek like system is predicted to have positive safety effects for
equipped vehicles at low levels of traffic demand. At high levels of traffic demand, due to the
diversion from high class roads in response to congestion, the equipped vehicles are predicted to
incur additional safety risk. However, at higher levels of market penetration the level of risk for
TravTek equipped vehiclesis nearly equivalent to that of the background traffic. The report by
VanAerdeet al. presents modeling results where the impact of TravTek on fuel consumption,
travel time, and emissions are examined. ) This modeling report predicts significant benefits for
the TravTek system in terms of the above measures. Overall, the system is shown to provide
benefits for most measures while also resulting in trade-offsin terms of safety risk.



INTRODUCTION

Advanced Traveler Information Systems (ATIS) make travel more efficient and safer. Efficiency
would be derived through the employment of navigation, route planning, route following, and
real-time traffic information. Drivers will be less likely to get lost, will plan more efficient trips,
and will avoid incidents and congestion. Furthermore, depending on the system architecture,
network-wide benefitswill be realized in terms of efficient traffic flows that will benefit ATIS as
well as non-ATIS equipped vehicles.

ATIS aso present the capability of making travel safer. ATISisenvisioned to have multiple
components that will be interrelated:

« In-Vehicle Routing and Navigation Systems (IRANS).

« In-Vehicle Motorist Services Information Systems (IMIS).

+ In-Vehicle Signing Information Systems (1S1S).

« In-Vehicle Safety Advisory and Warning Systems (IVSAWS).

Some of the components envisioned for ATIS could have a direct impact on driving safety. For
example, IVSAWS could provide drivers early warning of roadway hazards such that drivers will
be better prepared to respond in asafe manner. On the other hand, IRANS would provide drivers
with navigation and route guidance information, perhaps supplemented with real-time traffic
information. These capabilities can increase safety by allowing drivers to concentrate their
resources on driving tasks, especially when driving on unfamiliar routes. Rather than employing
Paper Maps or written directions which may result in long and frequent glances away from the
roadway, awell designed IRANS can provide drivers with the required information in a safe and
easy to use manner.

ATIS aso present the potential of negatively impacting driving safety. It gives drivers
information that they need in different waysthanis currently presented. There is awide range of
options for developing and designing specific ATIS interfaces. The driver-ATIS interface will
be critical in defining the degree to which driving safety will be maintained or enhanced. A
poorly designed ATIS interface that overloads the driver with information, promotes long and
frequent glances away from the roadway, and requires extensive driver intervention while the
vehicleisin motion may serveto increase risk. ©

The TravTek Operational Test was designed to evaluate awide range of variables that included
efficiency (e.g., decrease in travel time) and safety impacts associated with the implementation of
agiven ATIS design. (2} Also, experiments were performed to explore the safety and ease of use
of subcomponents of the system. TravTek presents a subset of the elements envisioned for a
full-up ATIS. It contained IRANS and IMIS elements. The system provided navigation, route
guidance, real-time traffic information, and area wide information data base. These elements
were integrated in the vehicle such that route selection employed real-time traffic information. (%



TRAVTEK SYSTEM OVERVIEW

The TravTek system architecture was composed of three primary components: the TravTek
vehicles, the TravTek Information and Service Center (TISC), and the TMC. These three
components are described briefly in this section. The reader may refer to Rillings and Lewis for
additional details. ® Figure 1 provides agraphical overview of the TravTek system architecture.
In the figure, data links are indicated by arrows. It can be seen that the vehicle both received and
transmitted data. Data transmitted by the vehicle included travel times across TravTek network

roadway segments.
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Figure 1. Overview of the TravTek system.

TravTek made awealth of information available to drivers. Thisinformation included: route
planning; Turn-by-Turn route guidance; real-time traffic reports; and real-time traffic
information inputs to route planning. Some of the features of the TravTek system are:

Navigation — A variable-scale color map was displayed on a 128-mm (5-in) video
display. The video display, an option on the Oldsmobile Toronado, was positioned high
on the dashboard and to the driver’ sright. The Navigation system used a combination of
dead-reckoning, map-matching, and Global Positioning System information to indicate
the vehicle' s position on the map. The vehicle' s position was indicated by a horizontally
centered icon positioned three-fourths of the distance from the top of the screen. When
the vehicle was in DRIVE the map was aways displayed with a heading-up format.

Route Selection — An in-vehicle routing computer provided the minimum-time route
from the vehicle' s current position to a selected destination. The minimum-time criterion
was subjected to constraints such as turn penalties, preference for higher level roadways,
and avoidance of short-cuts through residential areas.



Route Guidance — When a route had been computed, a sequence of guidance displays
provided maneuver-by-maneuver driving instruction. The visual guidance display could
be augmented by synthesized voice that provided the next turn direction, distance to the
turn, and the name of the street on which to turn. The driver could switch between the
maneuver-by-maneuver Guidance Display and a Route Map. The Route Map showed the
planned route as a magenta line traced over the Navigation display (described above).
Buttons on the steering wheel hub were used to swap between the Guidance Display and
the Route Map and to turn the voice guidance function off or on. An illustration of the
Guidance Display is provided in figure 2. An illustration of the Route Map is provided in
figure 3. Should the driver deviate from the planned route, an OK NEW ROUTE button
was provided on the steering wheel hub. The TravTek system aways offered drivers the
opportunity to select a new route whenever it detected that they had deviated from the
planned route. The new route took into account the vehicle's present location and
heading and thus took into account that the previously planned route might not be the best
one given the new circumstances.

Real-time Traffic Information — Real-time traffic information was broadcast to
TravTek vehicles once every minute. To limit the quantity of information broadcast, only
exceptionsto normal traffic flowswerereported. The real-time information could be
used in route planning. Also, if conditions changed while the vehicle was en route, a
new, faster route could be offered to the driver.

-Time and distance to
destination.

. Next turn icon.

- Next street name.

Distance to next maneuver
-(symbolic)
Distance to next maneuver

Current street name.

Figure 2. The TravTek Guidance Display. ©



— Vehiclelcon

Figure3. The TravTek Route Map displays the planned route as an overlay on the
heading up map display. ©

o Help Desk Telephone Assistance — When the vehicle wasin PARR, a HELP function
was available by pressing atouch sensitive key on the video display. One feature of the
HELP function was free cellular telephone calls to the TISC.

The TISC was operated by the American Automobile Association. Help desk operators
had accessto a TravTek simulator that replicated the TravTek functions available to the
driver. This enabled the TravTek operators to replicate problems encountered by drivers,
or to plan routes just as they are planned in the vehicle.

Figure 4 provides an overview of the TravTek in-vehicle architecture. Compass, wheel sensor,
and Global Positioning System data were used by the navigation computer to position the vehicle
relative to a map data base. A second computer, the routing computer, used a different data base
to plan routes and to provide navigation assistance. The routing computer also maintained a data
log that is described in the Methods section. The driver could interact with the system via touch
sensitive buttons on the video display, steering wheel buttons, and buttons on the video display
bezdl.
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Figure4. Schematic representation of the TravTek vehicle architecture.

Antenna

TravTek Experimental Configurations

The TravTek system was designed to fully support the conduct of field research. Unlike an
ATIS product-level system, the TravTek system provided capabilities for logging driver/system
performance data in addition to providing the services described earlier (e.g., route guidance,
navigation). The system was also designed to support the configuration of alternative systems
presenting varying levels of capabilitiesto the drivers. The following were the three main
aternative configurations used in the operational test:

Services (S) Configuration: This was an experimental control, or baseline condition for
evaluating navigation and route guidance provided by the other configurations. Accordingly, it
provided neither navigation nor route guidance information. This configuration only provided
IMIS capabilities to the drivers that could be used while the vehicle was parked.

Navigation (N) Configuration: This configuration provided all of the featuresinthe S
configuration as well as navigation and routing options based on in-vehicle storage of nominal
travel times.

Navigation Plus (N+) Configuration: This configuration provided all of the features of the N
configuration plus the addition of real-time traffic information which was employed in the
routing algorithm.
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TravTek Empirical Studies

The TravTek Operational Test included the conduct of five separate empirica tests. The
following presents a brief overview of each of these empirical studies. Detailed descriptions of
the methods, procedures, and results of these studies are presented in separate study reports.

Rental User Sudy

Thisincluded the participation of visitorsto the Orlando, Floridaarea. The drivers were
recruited by AAA from their club membership. The study employed the S, N, and N+
configurations described above. Safety data from this study included incidents and crashes, and
driver subjective impressions about the impact of TravTek on safety.

Local User Sudy

This study included the participation of Orlando residents that were high mileage drivers. The
driversin this study drove N and N+ equipped vehicles for approximately 2 months. In addition,
asubset of the driversin this study participated in the Camera Car Study. Safety datafromthis
study included driver subjective impressions about the impact of TravTek on safety.

Yoked Driving Study

This study included the participation of visitors to the Orlando, Florida area. The drivers were
run in acontrolled field experiment that included the S, N, and N+ configurations. The drivers
were run in yoked triads over three selected Origin/Destination (O/D) pairsto evaluate the
impact of route guidance on navigation and real-time traffic information of congestion
avoidance. The study included an in-vehicle observer. Safety data from this study included
observer recorded close calls, subjective workload ratings, and driver subjective impressions
about the impact of TravTek on safety.

Orlando Test Network Study (OTNS)

This study included the participation of visitors to the Orlando, Floridaarea. The study
employed the N configuration. However, six different display configurations were formed as
follows: (a) Turn-by-Turn display with voice; (b) Turn-by-Turn display without voice; (c) Route
Map display with Voice; (d) Route Map display without voice; (€) no visual electronic
navigation display and Paper Map with Voice; and (f) no visual electronic navigation display and
Paper Map without voice. The same O/D pairs used in the Y oked Driver Study were employed
in this study. The study included an in-vehicle observer. Safety data from this study included
observer recorded close calls, subjective workload ratings, and driver subjective impressions
about the impact of TravTek on safety.

Camera Car Sudy

The Camera Car Study included two separate evaluations that employed different subject
populations. The first study entailed the participation of visitors to Orlando that had not been
previously exposed to TravTek. The second study employed drivers from the Local User Study.
These drivers were tested during the beginning and end of their driving experience. The same
OID pairs used in the Y oked Driver Study and OTNS were employed in this study. The study
included an in-vehicle observer. Safety data from this study included observer recorded close
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calls, subjective workload ratings, video recorded data, vehicle/driver performance data (e.g.,
steering deviation), and driver subjective impressions about the impact of TravTek on safety.

PURPOSE OF TEST

With respect to safety “the underlying hypothesis of the TravTek designisthat driverswith
TravTek will be able to navigate better than driverswho do not have TravTek. If thisistrue,
TravTek drivers should have a more worry-free and safer driving experience because they would
be routed around congestion and delay-causing incidents, and should therefore spend less time
being lost or confused about location. The counter hypothesisis that drivers might need to
devote so much time and attention to obtaining the necessary information that safety could
decrease. The purpose of the safety component of the evaluation is to address these two sides of
the safety question.” @

The objectives of the Safety Study were to determine: 2

a If theusersof the TravTek system as deployed in Orlando experienced a different
level of safety than drivers of comparable vehicles without the TravTek system.

b. How the different TravTek configurations affected the safety experience of the
drivers.

c. How the safety experience as observed in Orlando for the 100 vehicles deployed
in the operational field test would change as afunction of the level of market
penetration as the system becomes more widely deployed.

The above objectives are interrelated and need to be examined in an integrated manner. The
approach employed for the TravTek safety evaluation uses modeling to combine the results of
multiple experimental and analytical studies. The INTEGRATION model was used to integrate
results from the statistical modeling, driving performance studies, and the vehicle’ srouting
logic.(3) Modeling studies using INTEGRATION were conducted to examine the trade-off
between safety costs and benefits.

CONCEPTUAL APPROACH

The overall safety impact of an ATIS system such as TravTek is considered to be made up out of
the interaction of two related components. The first component captures the differential impact
on safety of having the same driver travel the same route under similar conditions one time with
and one time without an ATIS system onboard. This factor is referred to in this report as the
“gadget factor” effect, asit captures primarily theimpact of having the ATIS device present in
the vehicle. The second component captures the safety impact of the fact that the ATIS may at
certain times route a driver away from hig’her regular route to an alternative route. This alternate
route. is usually expected to be faster. However, due to its geometry, level of congestion, or type
of access control may also have different safety characteristics than the route that the driver was
traveling oninitialy. This latter component isreferred to in this paper as the “routing factor” asit
captures safety impacts that arise from the route that is selected. This effect may be independent
of the safety attributes of the “gadget” or medium by which these routes are conveyed to the
driver. A brief discussion of the factors, which may influence the potential sign and magnitude
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of the impacts of both the routing factor and the gadget factor, is provided next. This discussion
isprovided in order to place the overall analysis of thisreport in its appropriate context.

Factors Influencing the Impact of the Gadget Factor

The gadget factor isintended to reflect the differential safety impact of having the ATIS gadget
present, active and being utilized in avehicle. The potential negative aspects of the gadget factor
could derive from the fact that the drivers may perhaps be distracted from their regular driving
task by either physically looking at the display and/or by mentally allocating time towards
interpreting the instructions or information that are provided. Furthermore, if the route guidance
component sends the vehicle down anew route, the driver may be less familiar with that new
route. Thisunfamiliarity inturn may lead to a decrease in safety when compared relativeto a
driver who travels this same route but one who is familiar with it. Thisimpact would primarily
apply to commuters, astourists are likely to be unfamiliar with any of the potential routes.
Furthermore, even commuters who are diverted to an alternative route may be somewhat familiar
with the alternative routes, even though they would not have considered them faster, if they had
not been proposed by the ATIS.

On the positive side, the presence of the on-board unit may substitute for, for example, a paper
source of guidanceinformation. The use of Paper Maps or direction lists may present alevel of
distraction that increasesrisk relative to the use of an ATIS device. Furthermore, an ATIS
device can provide advance notice of downstream traffic congestion and/or turning movements.
This can result in an improved preparation of the driver for executing the appropriate lane
changing, speed changing or simple turning maneuversin aless abrupt manner. Some have even
suggested that simply the improved knowledge of the source and the duration of any congestion
that may be experienced, can result in aless stressful driving experience. Such an effect may be
present even if no actua diversion away from the congestion can take place. Such less stressful
driving may therefore also provide afurther safety benefit.

The above examples indicated that there may be both positive and negative aspectsto the
potential net safety impacts of having an ATIS devicein adriver’ svehicle. These impacts
indicate that the presence of a such adevice may by itself be neither strictly more nor less safe.
Instead, the net effect islikely to be a complex function of how each of the above factors offset
or counter balance each other. Furthermore, such counter balancing islikely to be somewhat
dependent upon the particular driver, route and/or specific driver interface. Commutersvs.
recreational drivers may also have different base safety levels, while for agiven driver the
counter balancing effects may be dependent upon the prevailing level of traffic congestion.

The Routing Factor

Therouting factor essentially parallels, yet complements, the impacts of the above gadget factor.
Asindicated earlier, it focuses exclusively on the relative safety impact of utilizing an aternative
route. Such effect isindependent of what mechanism may have initially lead to the selection or
use of this alternative route, or what medium may have been utilized to convey the route to the
driver. Therouting factor impact istherefore defined such that the safety impacts of the presence
of agadget (that may have initially recommended the alternate route, or which continues to assist
the driversin their navigation task along the alternative route), are not considered or double
counted.
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In the first instance, the use by commuters of adiversion routein order to avoid traffic
congestion will typically result in alonger distance exposure but a shorter time exposure to any
safety risk. However, the use of an ATIS device by non-commuters will likely result ina
reduced level of exposure for both measures. The exact magnitude of each exposure differenceis
likely highly network and driver dependent, yet may be determined quite accurately by
examining samples of the routes taken by each type of driver. The routing factor is defined,
calibrated and expressed per unit of exposure and is multiplied against an externally determined
measure of the differential level of exposure, in order to determine the net routing effect.

It should be noted that some literature has examined the theoretical appropriateness of utilizing
various different safety exposure measures. However, asthe number of vehicle-milestraveled is
virtualy the only exposure measure which in most casesis practically available, with any level
of consistency, it is the exposure measure that is utilized virtually exclusively in the following
safety analysis.

As defined herein, the routing factor captures primarily any difference in the level of risk (per
unit of exposure). This difference arises due to the alternative route being of a different facility
type, which may or may not also be concurrently experiencing adifferent level of traffic
congestion. The factor therefore explores the question of whether a diversion, which resultsin
the use of an alternative facility type, will on average be associated with an intrinsically lower or
higher risk per unit of exposure. The overall routing effect then examines if this reduced risk rate
can compensate for the potentially additional distance exposure that istypically encountered by
commuters during the diversion, and any gadget effect.

Illustrative Hypothetical Example

In order to illustrate the use, concept and differences of the above factors, consider the following
simple hypothetical example. In this example two drivers are each 10 km from home on their
regular route that is entirely along afreeway. Theremaining portion of their trip would, in the
absence of any congestion, typically take 8 min. The best alternative routeis a 15 km long
arterial, which when uncongested would require 15 min to traverse. On the day of interest, an
incident has occurred on the remaining portion of the freeway that has made it congested such
that the new freeway travel timeisnow 20 min.

If the freeway accident rateis 1 accident per million veh-km during uncongested conditions and
5 accidents per million veh-km when congested, the accident risk for the driver that remains on
the freeway would increase from 0.000,010 to 0.000,050. Thisrisk isexpressed as the
probability of being involved in an accident. If the arterial has comparable congested and
uncongested accident risks of 2 and 4 accidents per million veh-km, the driver who divertsto the
arterial would experience arisk of 0.000,030 or 0.000,060 instead. It would therefore appear
that, if the arterial remained uncongested, that it would also become the safer route to take, even
though it involved alonger amount of safety exposure (12 versus 10 km). However, if the
arterial also became congested, the congested freeway would remain safer than the arterial, even
though the risk per unit of exposure on the freeway was higher.

The above analysisimplicitly considered that the net gadget factor was essentially safety neutral.
The magnitude of the gadget factor could actually have been up to a value of 1.66 (= 0.000,050/
0.000,030) before it would have made the uncongested arterial |ess safe. However, the factor
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would need to have been less than 0.83 (=0.000,050/0.000,060) before it would have
made the congested freeway route less safe than the congested arterial. The above
example also requires, of course, that the gadget factor effect isinsensitive to the level of
traffic congestion that is being encountered.

The above hypothetical example illustrates the following important issues. In the first
instance, the relative change in the safety level of utilizing one route versus an alternate is
afunction of both the additional length of this diversion route, the base differencein the
per unit exposure safety risk of one facility versus the next, and the magnitude of the
traffic congestion impact on safety for both facility types. Secondly, if the safety impact
of the routing factor is sufficiently positive, it may potentially offset any moderately
negative gadget effects or increased exposure effects, should these be found to exist.

TECHNICAL APPROACH

Figure 5 presents an overview of the technical approach employed for the Safety Study.
There were four mgjor analytical stepsin the technical approach. The following presents
adiscussion of the analytical steps followed in the study.

Facility & Traffic
Safety Impact of Volume Effects on
TravTek In-

C " Accidents Rates
Vehicle Device

Data
Fusion
INTEGRATION
TravTek Modeling Studies
Operational Test
Incidents &
Accidents

Safety Benefits:
In-vehicle System
Congestion Avoidance
Routing Logic

Figure 5. Overview of Safety Study technical approach.
Analyses of Facility and Traffic Volume Effects on Base Accident Rates

This step presents areview of the literature and analyses for establishing the impact of
traffic congestion on accident rates. The analysis considers the correlation that exists
between traffic associated with levels of congestion as a function of facility type.

Thisanalytical step addressed the first objective of the TravTek Safety Study. This step
results in regression equations used to estimate risk as a function of facility type and level
of congestion.
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Evaluation of TravTek Operational Test Incidents and Accidents

This step presents a description of the incidents and accidents that occurred during the TravTek
Operational Test that involved TravTek vehicles. The incident statistics are compared against
data provided by AVIS for the US and Orlando fleets of non-TravTek vehicles. Exposure vaues
are estimated for Renters, Local Drivers, Driversin Controlled Field Studies, and Evaluation
Personnel. The accident statistics for these groups are compared against national statistics. In
addition, detailed analyses are presented for accidents involving crashes.

Estimation of Potential Safety Impacts of TravTek In-Vehicle Devices

This step summarizes and integrates the results of the Field (Rental and Local User Studies), and
System Effectiveness (Y oked Driver Study, Orlando Traffic Network Study, and Camera Car
Study) Studiesto estimate the potential impact of TravTek in-vehicle systems on safety. The
analyses presented under this step rely heavily on the use of driving performance, observational,
and subjective data. These are measures such as speed variability, lane deviation, eye glance
(off-road) frequency and duration, perceived workload, near misses (reported by observers), and
abrupt maneuvers. The analysis draws upon the results of the field and system effectiveness
studies to establish functional relationships between accident risk and such factors as display
type, experience with the traffic network, experience with the TravTek system, time of day (day
versus night) and driver age.

Data from this analysis step and the evaluation of TravTek incidents and crashes are integrated to
derive composite risk factors for INTEGRATION modeling studies. The data fusion process
relies on subject matter expert input to derive weighted functions that combine crash data, driver
performance data, observer data (e.g., observed close calls), workload data, and driver subjective
responses and result in single integrated risk scores.  Integrated risk scores are derived asa
function of TravTek configuration, visual display type (Route Map or Turn-by-Turn), Voice
display (Voice on or Voice off), local versus visitor to the Orlando area, level of experience with
TravTek, driver age, and time of day (day versus night).

Modeling the Potential Safety Impacts of TravTek

This analytical step presents the results of INTEGRATION modeling studies. The modeling
studies served to “integrate” the results of the previously described analytical efforts. Potential
safety impacts of TravTek-like systems were investigated under varying levels of market
penetration. Measures of effectiveness with respect to risk avoidance were computed. The
modeling study allowed the investigation of the impact of the “gadget factor” and the “routing
factor” on safety in an integrated manner. Estimation of the system safety impact of ATIS
entails the joint consideration of these two factors. Potentially ATIS could be designed that are
safety neutral or safety positive with respect to the driver interface (gadget factor); however, the
system may provide unreliable rerouting information and choose non-optimal (e.g., shortest time
or distance) routes and result in a negative system safety impact. The inverse of this example
could also be true where the driver system interface is a safety detractor.

Each of the above analytical steps are discussed in detail in the following sections of the report.
The report concludes with an integrated safety assessment of the TravTek system and
recommendations for future operational I TS safety evaluations are provided.
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FACILITY AND TRAFFIC VOLUME EFFECTS ON BASE ACCIDENT RATES

One of the mgjor components of the overall benefit assessment of an ATIS such as TravTekisan
analysis to determine the safety implications of the use of thistype of system. Such safety
implications can be explored to some extent through the analysis of safety-related data obtained
directly from the actual driving experiences of the users of prototype systems that were deployed.
However, many other implications can only be explored through an examination of other related
safety data and literature, much of which is not necessarily ATIS specific. This section focuses
specifically on an analysis of non-TravTek sources of safety data and literature.

This section of the report will review some standard reference statistics on the safety experience
on North American roads to provide a context within which the subsequent analyses can be
examined. Theimpact of facility type on safety based on nationwide accident statistics for urban
and rural Interstates, arterials, collectors and local roads is also examined. This section also
explores how changesin the level of traffic flow and congestion on each of these facilities may
modify the base accident rates on each facility.

This section provides an additional discussion of literature on the impact of incidents,
geometries, etc. on accident rates and summarizes the recommended accident rate model values.
Also, data collected from the Orlando Freeway Management Center (FMC) on |-4 are used to
calibrate the model values used in INTEGRATION. The development of statistical models
capturing the relationship between facility type, level of congestion, and accident rates relies on
data from the literature as well as empirical results from the TravTek Operational Test.

BACKGROUND AND NOMENCLATURE

In order to assist the interpretation of the TravTek-specific safety data (for purposes of deriving
an estimate of the gadget factor, aswell asto assist the interpretation of the various data bases
and literature sources for purposes of deriving arouting factor), this section of the report
provides agenera overview of the accident experience in the United States of vehicles which are
not equipped with an ATIS device. Specificaly, the impact of different accident reporting
standards, of under reporting of accidents, of time-of-day effects, and multiple vs. single vehicle
accidents are presented.

An Overview of Recent Police-Reportable Crashes in the United States

One of the most comprehensive sources of the national accident experienceis provided in an
annual report that is generated by the National Highway Traffic Safety Administration. Their
General Estimates System (GES) reports that in 1991 there were a total of 6,110,000 police-
reported motor vehicle traffic crashesin the United States. () Based on FHWA estimates, in this
same year there were 3.49 trillion veh-kms (2.17 trillion veh-mi). @ This resultsin a crash rate
of 1750 crashes per billion veh-km (28 16 crashes per billion veh-mi) driven. Thisaverageisa
global valuefor al vehicle types combined and not exclusively for passenger cars, aswill be
further discussed later.

Asthistotal crash number isasum of both single and multiple vehicle accidents, it should be
noted that these 6,110,000 crashes involved atotal of 10,619,000 vehicles, or approximately an
average of 1.6 vehicles per crash. The average nationa vehicle involvement rate is therefore
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actually 3041 vehicles per billion veh-km (4894 vehicles per billion veh-mi) traveled. From a
highway authority point of view, the former number of crashesis usually the preferred safety
indicator, as they are interested primarily with how many accidents will occur. However, from a
driver’s point of view, the latter risk of vehicle involvement is somewhat more relevant asit
provides an indication of how likely agiven vehicleisto beto beinvolved in acrash.

Police-Reportable vs. Total Number of Accidents

One of thefirst stepsin utilizing any accident data base isto recognize that not al vehicle
accidents that occur are reported to the police. This underreporting is due to several reasons, as
indicated below.

In part, the lack of reporting is due to damage and injury thresholds that must be exceeded before
an accident becomes police-reportable, and therefore suitable for potential inclusion in the GES
data. In addition, some accidents occur to non-licensed or non-insured drivers and, while
technically reportable, are often still not reported by the parties involved. Table 1 represents
estimates listed by Miller et a. which indicate projections of the number of accidents that may
not be included in data bases of police-reportable accidents. © This estimate indicates that there
may actually have been 2.5 times as many accidentsin total, than were reported. The use of this
type of global adjustment factor leads to a crash rate of 4375 (2.5 x 1750) crashes per billion veh-
km (7040 (2.5 x 2816) crashes per billion veh-mi).

Table 1. Estimated reporting of accidents to police and insurers. ©)

Percentage Of Accidents Reported To Police Not Reported To Police
Reported To Insurers 43 % 29 %
Not Reported To Insurers 45 % 235 %

Potentially, some scale factor could be included post-hoc in the analysis of this paper to adjust
the number of police-reportable accidents to the total nurnber of potential accidents that may
have occurred. However, asthis scale factor islikely to be non-uniform across different accident
types and severity, such scaling was not performed. The remainder of thisreport will therefore
concentrate primarily on police-reportable accidents, as reported. This sourceis utilized almost
exclusively in other accident data bases, which in turn are the source of most analyses published
in the literature.

The above noted difference between the “total number of accidents’ and the “number of
accidents that are reported to the police” should, however, be duly considered in any analysis of
the accident experience of TravTek vehicles. Specifically, the damage inspection of rental/lease
vehiclesreturned to AVISresulted in alevel of accident reporting for this study that approached
the true number of accidents. This number is higher than the subset of such accidents that would
otherwise be reported to the police. It would appear that only the latter number would be
comparable to any national statistics or data extracted from the literature.
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Types of Accidents: Level of Damage and Number of Vehicles Involved

Not all accidents are created equal, and the rates for the most common classifications of accident
types are provided in table 2 from the GES data base. ()

Some accident data bases and accident analyses published in the literature only focus on small
subsets of these accidents, while others consider almost the entire range of accident types.
Furthermore, when within a fixed number of accidents the distribution between the various
categories changes significantly, the associated economic costs would a so change accordingly.

It should also be noted that while multi-vehicle accidents out number single vehicle accidents at
arate of 3to 1 during the afternoon rush hours, after midnight aimost thereverseistrue. The
predominance of single vehicle accidents during low traffic flow conditions and the
predominance of multi-vehicle accidents during high traffic flow conditions has lead many
researchersto refer to a U shaped relationship between accident rates and traffic volume (as
traffic volume and time of day are highly correlated). This observation, and the implications for
this study will be discussed in greater detail later, as the occurrence of high accident rates at low
and high volumes, yet lower accident rates for moderate traffic volumes, significantly
complicates any analysis of volume dependent safety effects.

At present, it can be noted that “ per crash” the amount of property damage and minor injury is
very similar for both single and multi-vehicle accidents. However, in terms of severe or fatal
injuries, single vehicle accidents are nearly 75 percent more fatal per crash than multiple vehicle
crashes. When thisrate per crash is further converted into arate per vehicle involvement, the
involvement of adriver in asingle vehicle accident can be shown to be at least 3 times more
likely to lead to a severe or fatal injury.

The above discussion indicates that routes with similar crash rates, but with different types of
accidents (single vs. multiple), will lead in the first instance to different vehicle involvements.
Furthermore, even for similar vehicle involvement rates, the single vehicle crashes are much
more prone to involve severe or fatal accidents. A routing analysis which exclusively focuses on
accident rates would therefore result in different findings than one which deals with severe or
fatal accidents.

Table 2. Accident classification by crash type and severity. ()

Property Minor or Severeor Severe or Fatal
1 Typeof Damage Moderate Severe or | Total Number | Fatal Injuries Injury per
Accident: Only Injury Fatal Injury of Crashes per Crash Vehicle
Involvement
Single 1,252,000 507,000 163,000 1,992,000 0.081 0.081
Vehicle (33 %)
Multi- 2,821,000 1,173,000 193,000 4,188,000 0.046 0.022
Vehicle (67%)
TOTAL: 4,073,000 1,681,000 357,000 6,110,000
(66%) (28 %) (6%)
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Pyramid of Crash Risk

The above data lead to a pyramid of risk rate, which can be best summarized astable 3. It can be
noted that the actual fatalities only represent about one tenth of the number of crashes which
were classified by the GES data base asinvolving fatal or severe injury. Furthermore, asthereis
on average more than one fatality per fatal accident, the fatal accident rate is also somewhat
smaller and istherefore provided as a separate indicator.

The purpose of table 3istwo fold. First, it permits an approximate means of converting safety
data and findings from different sources, as many studies utilize different subsets of the total
number of accidents. Some caution should of course be utilized in such conversions, asthe
conversion rates are somewhat accident type dependent.  The second purpose of table 3isto
support the objectives of some of the TravTek-specific safety studies (for example the Camera
Car Study) where less severe but more frequently occurring safety-related events were analyzed
as surrogates for the more serious events, which could not be observed in the TravTek
experiment in sufficient numbers.

It should further be noted that, variations exist among different sourcesin terms of what is
considered a fatality. The differenceis primarily afunction of the time period within which an
individual must diein order to be considered to have died due to causes associated with the crash
of interest. The subjective nature of what is considered a minor, moderate vs. severe injury also
provides for some inconsistencies between different data sources. A further distinction is often
made between total fatalities, as opposed to occupant and non-occupant fatalities. The latter non-
occupant fatalities may include pedestrians, pedacyclists and any other person not in avehicle at
the time of accident.

Vehicle Type of Effects

Thefinal distinction to be made at thistime is between different vehicle types, such as passenger
cars, trucks, etc. The accident involvement rate of different vehicle typesis provided in table 4.

Table 4 shows similar accident rates between passenger cars and light truck/utility vehicles
indicating that nearly 93 percent of all vehicle-miles are traveled by agroup of vehicleswhich
have, on average, very similar crash rates. This similarity indicates that the traffic streamis
dominated by arelatively homogenous type of vehicle which has arelatively constant accident
rate profile. A by-product of this dominance of vehicles, with accident rates similar to passenger
cars, isthe fact that the accident rates for all vehicle types combined is still very similar to the
accident rate for strictly passenger cars.
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Table 3. Harmful event probabilities per vehicle involvement/ fatality. U

Annual Rate / Bill. Normalization | Normalization

Event Frequency Veh-Mi Type 1 Type 2
Fatal Accidents 36,370 16.7 0.0034 0.87
Fatality 41,462 19.1 0.0039 1.00
Fatal or Severe Injury 357,000 164 0.034 8.6
Moderate or Minor Injury 1,681,000 774 0.15 40.5
Property Damage Only 4,073,000 1876 0.38 98.2
Crash Occurrence 6,110,000 2815 0.57 147
Vehicle Involvement 10,619,000 4893 1.00 256

1 mi=1.61 km
However, it can aso be noted that large trucks, which are often perceived as being a safety
hazard, are shown to experience a crash involvement rate which is less than 50 percent of the

passenger car rate. The potential, that the presence of trucks on a highway facility may
contribute to the occurrence of accidents around them (in which they are not actually involved) is

of course not reflected in this cross-tabul ation.
Table 4. Involvement rates in crashes for different vehicle types. U

Billions of Vehiclelnvolvement Normalization
Number Involved Veh-Mi Rate per Billion Relative to
in Crashes Traveled Veh-Mi Passenger Cars
7,710,000 1532
Passenger Car (72.6 %) (70.7 %) 5030 1.00
Light Truck / 2,475,000 0.473
UtilityVehicle: (23.3 %) (21.8 %) 5230 1.04
330,000 0.150
Large Truck: (3.1%) (6.9 %) 2190 0.46
104,000 0.009
Mator Cycle: (0.9%) (0.4 %) 11340 2.25
TOTAL: 10,619,000 2.165 4902 0.97

1 mi=1.61 km

Time Dependency of Data (Year to Year)

A find factor, that should be discussed, is the time dependency of safety data as shown in table
5. In other words, the historical trends in accident data during the past decade.

It can be noted from table 5 that during the past decade, the total number of annual accidents has
been decreasing at amoderate rate (-5.4 percent), while the amount of travel has continued to
increase steadily (+2.4 percent). The net result of these two rates is that the accident rate per
unit of exposure has decreased at a more noticeable rate of -6.6 percent.

One response to these trends would be to apply asimilar scale factor to any accident rate from
the literature when either comparing sources of different age, or when comparing aged safety to
TravTek accident data from 1992/93. An aternative response would be to attribute a causal
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relationship to the increase in traffic volume and the decrease in accident rate per unit of
exposure. Such an effect, while plausible, would the ignore any differences in reporting standards
or vehicleftraffic safety that may also have contributed to these annual reductions.

Table 5. Historic trends in safety and traffic statistics.

Annual Rate
Measure 1980 1988 1989 1990 1991 of Change

Number of Crashes (in 1000's) 6,887 | 6,645 6,462 | 6,110 -5.4%
Daily Veh-Mi per Mile 1082 1430 1489 1516 +1.8%
Billion Veh-Mi Traveled 1.527 | 2.026 | 2.098 | 2.148 +24%
Crash Rate per 109 veh-mi 3390 3060 3010 2810 -6.6%
Number of Fatalities 51,091 | 47,093 | 45,555 | 44,529 -22%
Urban Interstate Congestion 52% 67 % 69 % +1.5%
Number of Miles of Highway 3,857 3,871 3,877 3,880 +0.08 %

1 mi=1:61km

A Note on Reliability of Accident Rate Statistics as a Function of Exposure

Prior to proceeding with the interpretation of the above statistics on accident rates and vehicle
involvements, it isimportant to qualify any numbers by the associated levels of confidencein
these numbers. Specifically, it will be shown that the level of confidence in accident ratesis
highly dependent upon both the mean rate and the amount of exposure associated with each of
these mean rates. Thisrelationship isillustrated in figures 6 and 7.

Figure 6 indicates how the standard deviation of the mean accident rate changes as a function of
exposure for areference accident rate of 4.03 accidents per million veh-km (2.5 accidents per
mvm). It can be noted that approximately 644,000 veh-km (400,000 veh-mi) of exposure data
need to be collected before the standard deviation becomes |ess than the mean, and more than
2.42 million veh-km (1.5 mvm) of data need to be collected before the mean rate is equal to or
greater than 2 times the standard deviation (a measure which under the assumption of normality
would represent the lower bound of the 95 percent confidence limits).

The estimation of the standard deviation is conditional on the accident occurrence process being
Poisson. This assumption is appropriate, as the Poisson distribution considers the occurrence of
accidents to be independent in time of a previous occurrence. On the other hand, the use of
symmetric confidence limits on the mean requires the probability distribution to be approximated
reasonably by means of anormal distribution. This approximation is not valid for small numbers
of veh-miles. The consequence of approximating the Poisson distribution by the normal
distribution would be to under estimate both the magnitude of the 2.5th and the 97.5th percentile.
Asaresult, with the real Poisson distribution, it would be slightly easier to distinguish accident
rates which were lower than the base accident rate. However, it would a'so make it more
difficult to distinguish accident rates which were higher than the base accident rate.
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Sample Size Requirements for 2.5 Accidents per Million
Vehicle Miles
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Figure6. Confidence limitsin accident rates as afunction of exposure.
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Figure 7. Variability in accident frequencies as a function of the number of accidents observed.

FACILITY TYPE OF EFFECTS OF ACCIDENT RISK

The most comprehensive source of accident experience by facility typeis published by the
FHWA initsannual report of fatal accidents for various types of rural and urban roads. © This
section of the report examines these statistics with the intent of establishing statistical evidence
which would relate road facility typeto level of risk exposure.

The significance of thisanalysisto a TravTek type of system istwo-fold. First, TravTek has a
feature in its routing algorithm which resultsin the selection of higher road type of facilities over
lower class facilities. The analysis in this section will attempt to examine the safety impact of
such ahias. Second, there isahigh correlation between facility type and the traffic volume that
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iscarried on each facility. Consequently, an analysis of facility type needs to precede any traffic
volume effects analysis, as there is otherwise arisk of assigning any changes in safety level to
the wrong factor.

Basic Highway Mileage and Travel Statistics Provided

Table 6 provides a summary of the data that are provided by the FHWA. © The number of
categories have been grouped from the original source document to permit adirect comparison of
rural vs. urban facilities. Furthermore, the distinction between facilities that are part of the
Federal-aid vs. those which are not has a so been removed.

It can be noted from table 6 that approximately 80 percent of the length of al roadsisrural, of
which rural local roads represent 55 percent of thetotal. In comparison, only 20 percent of all
roads are urban, with urban Interstates and other principal roads representing only 0.3 percent
and 1.54 percent of thetotal. In contrast, of the annual vehicle-miles that are traveled, only 40
percent occur on rura roads and nearly 60 percent of al travel occurs on urban roads.
Furthermore, 13 percent of all travel occurs on urban Interstate, while an additional 22 percent of
all travel occurs on other urban principal roads.

Thereason for this shift in percentages derives from the much greater degree of utilization of the
urban routes, asisindicated in their respective Annual Average Daily Traffic (AADT). For
example, while rural local roads carry an average of only 125 vehicles per day, urban Interstates
average 66,000 veh/day. On average, urban roads carry 6 times as much traffic per km asrural
roads (4600 vs. 760). It should also be noted here that the busiest North American Freeways
carry about 300,000 veh/day, while the busiest hour during the day represents typically about 10
percent of the AADT.

From the point of view of a TravTek type of system, observations can be made. One can note
that as part of a nation-wide deployment, 80 percent of the road network that needs to be coded
within an ATIS data base will bein arura environment. However, 60 percent of the use of the
ATIS system would be expected to be in an urban environment. These inferences, assume that
urban and rural road networks will be covered at an equal level of detail, and that the use of an
ATIS type system by road type is proportional to the mileage driven on each.

26



Table 6. Basic accident and highway statistics for 1990.8)

Road Type Road Road Normalized | Annual | Normalized | AADT | Normalized
(Category) Locale Mileage Veh-Mi
(mi) (%) (millions) (%) veh/day | (fraction of
base)
Interstate Rural 33547 0.86 200573 9.34 16380 10.80
Urban 11527 0.30 278404 12.96 66171 43.64
Principal Rural 83802 2.16 175382 8.17 5734 3.78
Arterials
Urban 59657 1.54 463118 21.57 21269 14.03
Minor Rural 144735 3.73 155844 7.26 2950 1.95
Arterials
Urban 74656 1.92 235036 10.94 8625 5.69
Collectors Rural 730277 18.82 241764 11.26 907 0.60
Urban 78248 2.02 103756 4.83 3633 2.40
Locals Rural 2130427 54.91 96846 451 125 0.08
Urban 533275 13.74 196778 9.16 1011 0.67
Combined Rural 3122788 80.48 870409 40.53 764 0.50
Urban 757363 19.52 1277092 59.47 4620 3.05
Total 3880151 100.00 2147501 100.00 1516 1.0
1 mi=1.61 km
Table 7. Fatal injury accident data per 1000 mi and 1 billion veh-mi (8)
Road Road Number | Normalized Fatal Normalized Fatal Normalized
Type Locde | of Fata Accidents Accidents
(Category) Accidents per 1000 per billion
m veh-mi
# (%) (mean) | (Std. | (fraction) | (mean) (Sd. | (fraction of
Dev.) Dev.) base)
Interstate Rural 2258 5.7 67.31 142 6.57 11.26 0.24 0.61
Urban 1965 49 170.47 3.85 16.63 7.06 0.16 0.38
Principal Rural 4018 10.1 47.95 0.76 4.68 2291 0.36 124
Arterials
Urban 7134 179 119.58 142 11.66 15.40 0.18 0.83
Minor Rural 4379 110 30.26 0.46 2.95 28.10 0.42 152
Arterials
Urban 3734 94 50.02 0.82 4.88 15.89 0.26 0.86
Collectors | Rurd 7786 19.6 10.66 0.12 1.04 32.20 0.36 174
Urban 1309 33 16.73 0.46 1.63 12.62 0.35 0.68
Locals Rural 3956 9.9 1.86 0.03 0.18 40.85 0.65 221
Urban 3240 8.1 6.08 0.11 0.59 16.47 0.29 0.89
Combined | Rura 22397 56.3 7.17 0.05 0.70 25.73 0.17 1.39
Urban 17382 43.7 22.95 0.17 224 13.61 0.10 0.73
Total 39779 100.0 10.25 0.05 1.00 18.52 0.09 1.00
1 mi=1.61 km

Basic Accident statistics Provided
The above FHWA document also provides the number of fatal injury accidents for each facility type, as

indicated in table 7.(8) It can be noted that rural roads still result in 56 percent of all fatal accidents,
and that rural collectors provide nearly 20 percent of al such accidents. In contrast,
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both urban and rural Interstate provide just over 10 percent of all accidents, with urban Interstates
resulting in lessthan 5 percent of all accidents.

The common perception that accidents are rather frequent occurrences on urban Interstatesis
substantiated in the tabulation of accident rates per km of highway facility. In this case, the
national average of 10 fatal accidents per 1610 km (1000 mi) of highway is clearly seen to be
much higher on urban Interstates (170 fatal accidents per 1610 km (1000 mi)). Furthermore, it
can be noted that, in general, more than 3 times as many accidents occur per km on urban roads
than on rura roads (22.95 vs. 7.17 per fatal accidents per 1610 km (1000 mi)). It can also be
noted that these differences are highly statistically significant in view of the derived standard
deviations. These standard deviations were obtained by considering that the number accidents
per year follows a Poisson distribution, allowing the variance of the observed frequency to be
estimated as the mean frequency.

The number of accidents per km is astatistic that is of greatest interest to highway operators, asit
provides them an assessment of where accidents occur most frequently. From a user point of
view, thisrate per km of highway also reflects the fact that drivers will pass by more accident
sites per km on urban Interstates than on any other facility, and that on urban Interstates non-
recurring congestion is also most prevalent. However, in terms of an individual driver’s personal
involvement in an accident, the accident risk per vehicle-km (rather than per km of roadway) is
much more important, asisillustrated next.

Thefina columns of table 7 indicate that across the United States 18.52 fatal accident occur per
billion vehicle milesthat are driven. In this case, urban accident rates are only about 50 percent
of therural rates per veh-km (13.61 vs. 25.73). Thisdifferentia trend is maintained for virtually
al facility types. Of specid interest isthe fact that urban Interstate fatal accident rates are, on a
per veh-km basis, experiencing only 38 percent of the accident rate that is observed nation wide.
Other principal urban roads and arterials are, in contrast, experiencing fatal accident rates which
are nearly twice as high as the urban Interstate rate.

Conversion of Fatal Accidentsto Total Reportable Accidents

To convert the number of fatal accidentsto atotal number of reportable accidents, two separate
scalefactorswere applied. The first factor, which was facility independent, scaled the number of
fatal accidents to anumber of serious and fatal accidents. (7:8) Thisfactor could be found from
table 3 as 357,000/36,370. In addition, a second factor was applied, which converted the number
of severe or fatal accidentsin to atotal number of accidents. As can be noted in Column 4 of
table 8, that for roads which have a speed limit of 97 km/h (60 mi/h) about 12 percent of al
accidentsinvolve serious or fatal injuries. In contrast, at a speed limit of 32 km/h (20 mi/h), less
than 5 percent of all accidents involved serious or fatal injuries. By means of assigning typical
speed limits to each of the highway types, asindicated in Table 8, amodified accident rate was
devel oped.

This modified accident rate for each highway type, when multiplied by the exposure on each
highway facility type, resulted in an estimated number of total accidents. (7) This number was
subsequently scale by 95 percent to match the actual accident total. The need for such scaling
arises from the use of afirst scale factor which was not facility dependent, and from the errors
associated in assigning “typical” speed limits to each facility type.
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One can note that the final crash rates (4580 vehicles per billion veh-km (2845 vehicles

per billion veh-mi) and vehicle involvement rates that are reported in the final columns of

table 8 are consistent (for all facility types combined) to the rates listed earlier. No

objective source was found to scale the vehicle involvement differently for differently for

different facility types, even though the mix of single to multiple vehicle accidentsis

likely to differ somewhat.
Table 8. Total accidents and vehicle involvement by facility type.
Road Type | Road Nominal | Severeor Estimated Total Normalized | Total vehicle
(Category) | Locale | Speed Fatal Total Accidents involvement
Limit Accidents | Reportable | per Unit
Accidents of
per Crash Exposure
(mi/h) (fraction) #) (#/billion | (#billion | (fraction (#/billion | (#billion
veh-mi) | veh-km) | of base) veh-mi) veh-km)
Interstate Rural 60 0.1238 169679 846 526 0.30 1455 904
Urban 60 0.1238 147661 530 330 0.19 912 567
Principal Rural 50 0.0827 451991 2577 1602 0.91 4432 2755
Arterials
Urban 50 0.0827 802514 1733 1077 0.61 2980 1852
Minor Rural 40 0.0598 681238 4371 2717 154 7518 4672
Arterials
Urban 40 0.0598 580896 2472 1536 0.87 4250 2642
Collectors Rural 30 0.0474 1528133 6321 3928 222 10870 6756
Urban 30 0.0474 256913 2476 1539 0.87 4258 2647
Locals Rural 20 0.0449 819663 8464 5260 297 14555 9046
Urban 20 0.0449 671311 3412 2120 1.20 5867 3646
Combined Rural 3650704 4194 2607 147 7213 4483
Urban 2459296 1926 1197 0.68 3312 2058
Total 6110000 2845 1768 1.00 4893 3041
1 mi=1.61 km

Discussion of National Accident Rates by Facility Type

The final numbersindicate that, in terms of total reportable number of accidents per billion
vehicle km, urban Interstates are approximately 3 times safer than major urban arterials,
while they are more than 4 times as safe as urban minor arterials and collectors. Finally,
urban Interstates are up to 6 times safer than urban local roads. It can aso be noted that
urban Interstates and other major roads are about 1.5 times safer than their rural counterparts,
while for collectors and locals, the safety margin increases to approximately 2.5 times the
urban rate.

From aTravTek point of view, there are three significant implications that can be derived
from the above analysis. First, the differences between the urban vs. rural accident rates
indicated that the use of a national average across both travel environments potentially
overestimates the base accident rate for TravTek system usersin Orlando. The reason for
thisisthat the urban average is only 68 percent of the national average (3100 accidents per
billion veh-km vs. 4580 (1926
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accidents per billion veh-mi vs. 2845)). This first note is based on the assumption that most of
the travel by users of the TravTek system was on urban roads.

The second implication is that the hierarchical structure of the TravTek route calculation
algorithm (which favors higher facility roads over lower classes), has a built in safety benefit.
Specifically, the preference of the algorithm of freeways over arterials/collectors/locals makes
the algorithm automatically select routes which are 4 to 6 times safer.

The third implication is closely associated with the second one. Specifically, during any
diversions the reverse argument can be utilized to illustrate that any diversion of traffic from
Interstates onto arterials will result in a corresponding increase in accident risk. This risk effect
would be present even if the two routes are equal in length. The analysis does ignore, however,
the fact that the accident rate on a congested freeway may be higher than on either an
uncongested or a congested arterial. However, such an inference requires an analysis beyond the
one that was carried out in thus far.

Further Analysis of Accident Rates by Facility Type

Figure 8 presents the data using simple linear axes and reveals that, except for the urban
Interstate values, much of the data are clustered below an AADT of 25,000 veh/h. Furthermore,
the wide range of accident rates for this narrow range of low traffic volumes makes it rather
difficult to discern any relationships between them. Consequently, the following analyses are
performed using logarithmic transformations of the data.

AccidentRate vs. ADDT
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Figure 8. Accident rate vs. AADT—Linear and linear axes—Raw data.

The dual logarithmic axes of figure 9 illustrate that the accident rates corresponding to the data of
table 8 follow a downward trend as a function of AADT for both rural and urban roads.
Furthermore, it can be noted that at lower volumes the accident rate on rural roads is higher,
while at higher volumes the rate is lower. In order to capture this decreasing trend in accident
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rates, as a function of AADT ( for both rural and urban roads combined), a linear regression was
fit. Its properties are listed in table 9 as equation 1, while the actual shape of the curve is
provided in figure 9. Separate regressions were also performed for the rural and urban data, and
these results are illustrated as equations 2a and b. Unlike the regression for the combined data,
for the separate urban and rural data a quadratic model was found to be superior for each data set,
as shown in figure 9.
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Figure 9. Accident rate vs. AADT—Log and log axes—Y =a X ® relationships.

Figure 10 provides a plot of traffic volume versus accident rate in which only the traffic volume
rate is made logarithmic. Equations 1, 2a and 2b are plotted on this graph. In absolute terms,
the high R-Squared values in the log transformations were clearly somewhat misleading.
However, it should be noted that the logarithmic transformation has the beneficial attribute of
minimizing relative estimation errors. Specifically, a simple linear variable of accident rate
considers an error of 1 percent, in an accident rate of 10,000 accidents per unit of exposure,
equivalent to a 10 percent error, in an accident rate of 1,000 accidents per unit of exposure. The
log transformation of the accident rate makes a 10 percent error be of an equivalent weight for
any value of the actual accident rate. This effect can be noticed from the very good absolute fit
of accident rates for the low accident rates encountered on urban Interstates.

Figure 11 illustrates a plot of the above data using a logarithmic scale for AADT and a linear
scale for accident rates. Equations 3, 4a and 4b illustrate the relationships that were fit through
the data in this format. Specifically, equation 3 illustrates that a linear curve can capture much of
the variability that is encountered (R-square=0.886). However, such a plot has the undesirable
effect of creating a negative accident rate for traffic volumes below 100,000 veh/day. Similarly,
equations 4a and 4b illustrate that there exist good fits to the separate rural and urban data for
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non-linear curves. Unfortunately, each still has the undesirable attribute of predicting negative
accident rates for moderate to high traffic volumes. Finally, figure 12 illustrates the relative
errors of the relationships that were fit in figure 11 to minimize absolute errors.
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Figure 10. Accident rate vs. AADT—Linear and log axes—Y =a X ° relationships.
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Table 9. Regression equationsfor accident ratesasa function of AADT.

Equation | Independent Equation R"2 F-Ration Comments
Number Variable Probability
1 Combined | Acc=4.95-0.29* AADT 0.841 | 0.000185 | -non-linear effects were
Accidents per not found to be
Billion Veh- significant
Miles
2a Rural Log(Acc)=2.168+1.475* 0.991 0.00876 | -curvatureinlog-log
Accidents Log (AADT)-0.306* plot was significant
Log(AADT)?
2b Urban Log(Acc)=0.137 Log 0.955 0.03055 | -intercept was not found
Accidents (AADT)-0.325* Log to be significant
(ADDT)?2
3 Combined | Acc=13879-2921* Log 0.975 0.00009 | -non-linear effects were
Accidents per | (AADT) not found to be
Billion Veh- significant
Miles
da Rural Acc=11199-585.6* Log 0.993 0.00026 | -linear term was
Accidents | (AADT)? significant by itself but
became insignificant
when quadratic term
was added.
4b Urban Acc=0+2687*Log(AADT) | 0.964 0.02442 | -Intercept became
Accidents -532.7*Log(A ADT)2 insignificant following
introduction on
guadratic term
1 mi=161km

Discussion of Regression Analyses
Both the linear relationships for the combined data and the quadratic relationships for the
separated data suggest that there may be a highly significant decrease in accident rates as the
AADT of ahighway increases. However, such an apparent trend islikely very misleading
due to the very high correlation between facility type and accident rate. Specificaly, itis
likely that the apparent decrease in accident rate for higher traffic volumesis simply due to
the fact that higher volumes are simply observed on facilities that are intrinsically safer.
Under this assumption, the set of curvesthat was illustrated in figures 9 to 12 would simply
represent a series of points. Each series of points would be from a different curve, where
each individual curve has a positive slope with respect to traffic volume. Thisisillustrated
using an idealized example in figure 13. The potential presence of thistrend is explored in
the following section of this paper.

The above regression analyses do provide, however, useful equations for predicting accident
rates for planning purposes. Specificaly, if it is assumed that asthe AADT on agiven
highway isincreased, the facility will be upgraded in class to match, the equations indicate
that accident rates will decrease. Furthermore, while rural accident rates for each highway
class were higher than the corresponding urban rates, the regressions indicate that much of
that difference is explained purely by the fact that the urban roads carry more traffic.
Specificaly, if one utilizes the linear regression of figure 9 for the combined facilities, one
can note that the rural accident rates are fully consistent with the traffic volume trends

observed in the urban data.

The fact that the above analyses may lead to a potentially misleading impression, that
increased traffic volumes (and therefore perhaps increased traffic congestion), leads to
improved accident
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rates per veh-km traveled requires further analysis. Specifically, asthereisahigh correlation
between traffic volume and facility type, there is a need to perform atraffic volume analysis for
strictly datathat are al collected on the same facility. Such an analysisis not possible based on
nation-wide statistics, as separate accident rate and exposure data are not available for individual
roads. Furthermore, the fact that facilities of the same type may experience different accident
rates for different traffic volumes does not necessarily automatically imply that an increasein
traffic flow on the same facility will result in the same change in accident rates. Finaly, it is
important to distinguish between an increase of traffic volume that occurs over severa years and
one that occurs during the peak periods of agiven day. Thelatter isclearly the preferred
relationship to be calibrated. However, this calibration now requires both traffic volumes and
accident rates to be stratified by time of day for along enough period. This stratification would
ensure that the variance that is inherent in the low frequency events of accidents becomes less
than the magnitudes of the trend that are being investigated.

TRAFFIC VOLUME EFFECTS ON A GIVEN FACILITY

The analysis of theimpact of traffic effects on a given facility can be performed using a number
of different approaches, each with their own limitations, as discussed next.

Thefirst approach is to analyze arange of highways across the United States and to compare the
accident rates for highways which carry alot of traffic to those which do not. This type of
anaysisis complicated, however, as different highway types not only carry different amounts of
traffic, but also have different geometric designs. When one group of highways is compared to
another, it istherefore unclear if the difference is due to the change in traffic volume or due to
the change in geometric design standards.

The second approach isto compare on an annual basis highways with similar geometric
standards and analyze some which are busy, and some which are not so busy, based on their
respective AADT values. Thistype of analysis normalizes with respect to facility type, but as
shown later, there are very different factors at play during day-time versus night-time conditions,
which modify the accident rate to a greater extent than the presence or absence of traffic
congestion. An analysis of this approach is presented next based on data from the literature.

Thefina analysisisto consider the impact on the same facility of the presence or lack of traffic
congestion during day-time conditions only. This requires accident and traffic flow data to be
present for the same facility in a manner which permits the categorization of accidents into these
classes, and requires there to exist sufficient numbers of observationsin each category. This
approach will beillustrated using datafor 1-4 in Orlando.

Literature Findings on the Impact of Congestion on Accident Rates

The peak hour accident rate in relation to the level of congestion was examined by Hall and de
Hurtado for several hundred signalized intersections in Albuquerque, New Mexico.(10) The
equations devel oped for estimating the accident rate as a function of volume to capacity ratios
(v/¢) had relatively high standard errors and thus could not easily be used for predictive purposes
at individual sites. However, average peak hour accident rates for 326 intersections studies were
presented, and the relationship for different v/c ratios and accident rates was used in the TravTek
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study to represent the effect of congestion on accident risk. The analysis showed that accident
rates increased by afactor of 1.25 for congested arterials.

In terms of freeways, a study was performed in Californiato examine the impact of traffic
congestion on accident rates. @ This effect which was found to vary depending upon the
prevailing geometric conditionswas found to yield a 3:1 change in accident rate between
congested and non-congested freeway conditions. In other words, when traffic congestion was
present, the accident rate on the freeway wastypically 3 times higher than when no queues were
present. The fact that the impact on accident rates was dependent upon the highway’ s geometry
was the basis for analyzing accident data specificaly for -4 in Orlando, as discussed next.

Analysis of |-4 Data for Orlando

In order to examine the impact on accident rates of congestion in Orlando, both accident data and
traffic flow data were assembled in a consistent fashion for the entire section of -4 within
Orlando. Specifically, accident statistics were obtained from the Florida DOT, and these data
were summarized by time of day and day of the week. Similarly, traffic flow datafor -4 within
the Orlando area were collected and summarized by time of day and day of the week. The
summary results are provided in table 10 and illustrated in figures 14 to 16.

Figure 14 illustrates the total number of annual accidentsthat occur on 1-4 on Saturdays, Sundays
and atypica Weekday as afunction of thetime of day. From figure 14 it can be noted that the
largest number of accidents occur around 1 and 2 am. on Saturday and Sundays, and during the
am. peak and p.m. peak on weekdays.

Figure 15 illustrates the corresponding traffic flows throughout the same 24-hr time period. It
can be noted that the weekdays experience strong traffic flow peaks during the am. and p.m.
commuter peaks, but that the mid-day traffic flows are approximately 70 to 80 percent of the
peak flows. On weekends the flows, also expressed in terms of Million Vehicle Miles Traveled
(MVMT), do not have the same am. and p.m. commuter peaks, but have mid-day flowswhich
are nearly equal to the weekday mid-day flows. It can also be noted that evening flows are
highest on Saturdays, and that early morning traffic flows are highest on Saturday and Sunday
mornings.

Figure 16 represents the ratio of the accident frequenciesin figure 14, divided by the traffic flows
in figure 15. The high accident frequencies during the early am. hours on weekends are not
proportional to the observed traffic flows. They therefore result in very high accident rates. Less
obviousisthe fact that on weekdays the accident rates do vary considerably, but thisvariation is
dwarfed in comparison to the quantum jump in accident rates on Saturday and Sunday mornings.
In order to be able to analyze the details of the weekday, Saturday and Sunday variations, figures
17, 18 and 19 were created, as discussed next.

It can be noted in figure 17 that the accident rate on weekdays peaks more strongly than the
traffic flows. Thisimpliesthat the increase in accidents during the am. and p.m. peaksis much
greater than simply the increase in traffic flow would suggest. The most obvious conclusion
from thisfact isthat the increase in accident rate must be due to the presence of traffic
congestion. The exact magnitude of thisimpact will be determined later from figure 20. Figure
18 illustrates that a similar peaking in accident rates occurs during the am. and p.m. peaks on
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Saturdays. This effect is not anticipated, as on Saturdays there are no am. and p.m.

peaksin the traffic flow rates. Similar surgesin accident rates are al'so observed in figure
19 on Sundays. The effects on weekends are, however less significant as the number of

observations of accidents on Saturdays (1/7) is only 20 percent that of accidents on

weekdays (5/7).
Table 10. Summary of accident rates and traffic flow rates on 1-4 by day-of-week and
time-of-day.
Accident Frequency for Given | Millions of Veh-Mi Traveled Accident Rate for Given Day
Day During Given H onl-4 During Given H
Weekday | Saturday | Sunday | Weekday | Saturday | Sunday | Weekday | Saturday | Sunday
0.5 4 11 11 0.988 1.779 1.983 4.048 6.182 5.548
15 34 11 3 0.600 1172 1.359 5.665 9.386 2.208
25 16 6 6 0.493 0.957 1.035 3.243 6.273 5.797
35 16 2 6 0.413 0.583 0.600 3.874 3.432 9.997
4.5 1 0 3 0.583 0.543 0.479 1.716 0.000 6.268
55 18 1 2 1.506 0.869 0.612 1.195 1.151 3.266
6.5 4.8 1 2 4.339 1.855 1.188 1.106 0.539 1.683
75 10 2 2 6.543 2.908 1.832 1.528 0.688 1.092
85 7.8 5 2 6.358 3.960 2.582 1.227 1.263 0.775
9.5 3.8 6 5 5.421 4.563 3.406 0.701 1.315 1.468
10.5 4 3 0 5.214 4.976 4.059 0.767 0.603 0.000
115 3 3 2 5.266 5.175 4.127 0.570 0.580 0.485
12.5 3.8 4 0 5114 5.272 4.743 0.743 0.759 0.000
135 4.2 5 6 5.387 5.140 4.530 0.780 0.973 1.324
145 34 4 7 5.838 5.078 4.584 0.582 0.788 1.527
155 8 7 3 6.457 5.181 4.657 1.239 1.351 0.644
16.5 12.6 8 5 6.649 5.237 4.885 1.895 1.528 1.024
175 9.6 9 3 6.607 5.196 4.968 1.453 1.732 0.604
18.5 9.2 4 2 5.670 4.952 4.361 1.623 0.808 0.459
19.5 3.2 4 0 4.010 4.119 3.582 0.798 0.971 0.000
20.5 4 1 2 3.012 3.149 2.859 1.328 0.318 0.699
215 2.4 4 3 3.002 3.121 2444 0.799 1.282 1.227
225 4 1 6 2.484 3.265 2.201 1.610 0.306 2.726
235 3.6 4 5 1.752 2.819 1.526 20.55 1.419 3.277
1 mi=1.61 km

A detailed comparison of accident rates for each time of the day is provided in figures 20,21
and 22. During am. and p.m. peaks the accident rate increases from an off-peak day time
average of 0.50-0.75 accidents per MVMT to about 1.25-1.50 in morning peak and to about
1.25-2.00in
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the p.m. peak. This finding could be interpreted to provide a congestion impact on accident rates
of between 2-4, a value consistent with the literature findings. The reliability of the above
finding is, however, reduced due to the finding of a similar increase in accident rates on
Saturdays, when no a.m. or p.m. congestion usually occurs.
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Figure 14. Accident frequencies on weekdays, Saturdays and Sundays.
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Figure 15. Traffic flow characteristics on weekdays, Saturdays and Sundays.

38



Accidents / MVMT

20

156

e—\Neekday
—B—Saturday
—e—Sunday

10 -

|11|||||=|||r1

Accident Rate on Given Day
During Given Hour

Time During the Day (h)

1 mi=1.61 km
Figure 16. Accident rates on weekdays, Saturdays and Sundays.
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Figure 17. Accidents, traffic flows and accident rates on weekdays.
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Figure 18. Accidents, traffic flows and accident rates on Saturday.
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Figure 19. Accidents, traffic flows and accident rates on Sundays.
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Figure 22. Accident rates on Sundays.

SUMMARY
The above analysis |eads to the following observations and conclusions:

a

The analysis of accidentsis complicated by severa factors, including the fact that many
accidents are not reported, that the level of under reporting islikely not consistent for all
accident types, that the mix of single versus multi-vehicle accident rates varies from one
facility type to another, and that the number of fatalities per accident also variesina

similar fashion.

Given the above limitations of the data, it can be noted that urban roads are safer than
rural ones, and that higher class roads are safer than lower classroads. It cannot be
determined to what extent adifferencein traffic demand or a difference in geometric
conditionsis responsible for thisfacility type of effect, but the source of the effect is
largely irrelevant in terms of the design of an IVHS system.

Thefact that accidents are rather rare events, makesit difficult to observe statistically
significant differences in accident rates for any conditions for which lessthan 1.6 to 8
million veh-km (1 to 5 mvm) of exposure are available. The TravTek experiment, which
involved lessthan 1.6 million veh-km (1 mvm) of travel per condition, provided
insufficient mileage to discriminate changes in accident rate which were less than an
order of magnitude different than the average rate.

The 41.8 km (26 mi) of I-4 in Orlando typically experience the same amount of mileage
driven between 2 and 6 p.m. on most weekdays as was experienced by TravTek cars
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during the entire TravTek experiment. Consequently, using |-4 data for an entire year
provided amuch larger data base from which inferences could be drawn. Specifically, it
was found that during the am. and p.m. peaks on weekdays the accident rate was higher
than during off-peak conditions, where this increase was found to be similar to that found
intheliterature.

Literature and data on the effect of traffic congestion on arteria accident rates indicated
that accident rates on arterialsincrease by afactor of 1.25 when congestion is present.
There were not sufficient data available on the Orlando traffic network to calibrate this
relationship as there were for the freeways. Part of the difficulty in establishing a
relationship between congestion and accident rates on arterials is due to the difficulty in
defining the level of congestion on an arterial with multiple intersections and multiple
intersection approaches, some of which may always experience some form of queueing.
The literature does indicate that arterials which have ahigher AADT will experience a
higher accident rate, but thisincrease is not linked directly to the increased presence of
congestion.

For subsequent analysesin this paper, the base accident rates presented in table 8 are used
for uncongested conditions. Values from this table are employed in the INTEGRATION
modeling studies whererisk is estimated as a function of level of market penetration and
level of traffic demand. The factors for the effects of congestion on accident risk found in
the literature are used in the INTEGRATION model to estimate accident risk under
conditions of traffic congestion. The factor for freeways was calibrated with empirical
data from QOrlando; however, no data were available for calibrating the factor for the
arterias.

43



EVALUATION OF TRAVTEK OPERATIONAL TEST INCIDENTS AND ACCIDENTS

The TravTek system was driven by awide range of drivers under varying conditions. This
section of the report summarizes incident/accident statistics and other relevant information for:

L Renters (BI),

2. Loca Drivers (B2),

3. Driversin the controlled field studies (C 1, C2, and C3), and

4, Drivers on the Evaluation Team and specia visitors (or VIP's).

As part of the TravTek evaluation, incident and accident reports were maintained for the 1 year
operationd test. The reports are the AVIS Accident/Incident Reports, Driver’s Report of Traffic
Crash, Florida Uniform Traffic Citations, and TISC reports. There were no post
incident/accident interviews conducted with the TravTek drivers. Therefore, the available data
areincomplete in many cases, especially for accidents that did not include a Florida Uniform
Traffic Citation.

The entirefleet of 100 TravTek vehicles had atotal exposure of approximately 2.25 million km
(1.4 million mi) during the 1 year operational test. The first 2 months of the operational test
were considered a “shake down” period for the system. Therefore, the analyses in this report
considers the 10 month period following theinitial shake down of the system. Thetotal
exposure for this 10 month period is approximately 1,887,978 km( 1,172,657 mi).

Aswas noted in the previous section of this report, more than 2.42 million veh-km (1.5 mvm) of
data need to be collected before the lower bound of the 95 percent confidence limits (about the
accident rate statistic) exceed 0.0. In other words, the number of vehicle km driven in the
TravTek operational test presents limitations on the degree of reliability of the resulting accident
statistics (i.e., vehicle involvement crash rates per million vehicle km). Furthermore, if one
subdivides the sample into Renters, Local Drivers, etc., the reliability of the accident statisticsis
even further degraded. The results presented in this report with respect to TravTek accident
statistics must be interpreted with caution given the relatively low level of exposure
(approximately 1.88 million veh-km (1.17 mvm)).

This section presents an analysis of TravTek incidents/accidents in the following manner:

L A surnmary of all TravTek incidents and accidentsis presented.

2. All available information on each incident/accident is presented and summarized.
Analyses of asubset of in-vehicle datalogs for TravTek accidentsis presented
(thelogs will be used to examine drivers' interaction with the system prior to the
accident).

3. TravTek accident/incident rates are compared with AVIS non-TravTek vehicles
for Orlando and the nation.

4, Exposure estimates are provided for Renters, Local Drivers, driversin the System
Effectiveness Studies, and Evaluation Team personnel.
5. Vehicle crash involvement rates are presented for Renters, Local Drivers, drivers

in the System Effectiveness Studies, and Evaluation Team personnel.



6. Vehicle crash involvement rates for TravTek drivers are compared against
national statistics employing appropriate adjustments (taking into account the fact
that national statistics underestimate actual vehicle accident involvement rates).

7. Summary of the results of the analyses presenting conclusions regarding the
potential safety impact of TravTek in-vehicle systemswill be presented.

TRAVTEK INCIDENTS/ACCIDENTS

There were atota of 14 incidents/accidentsinvolving TravTek vehicles during the 10-month
operational test phase. Table 11 presents a list of the reported incidents/accidents. There were
no incidents or accidents reported for the Local Drivers or driversin the System Effectiveness
Studies. Out of the 14 reported incidents, 10 involved crashes. Three of the crashes involved
Rental Drivers, and the other seven involved Evaluation Team membersor VIP's. Table 12 lists
the crashes as afunction of driver status and whether the crash occurred on a private or public
road. Detailsregarding each of the TravTek incidents and accidents are presented in a
subsequent section in thisreport.

Table 11. Number of crashes on public and private roads.

Driver Status Private | Public | Total
Road Road
Renter 2 1 3
Local 0 0 0
System Effectiveness 0 0 0
Other 2 5 7
Total 4 6 10

Summary of the TravTek Incidents/Accidents

None of the reported crashesinvolved bodily injury. Furthermore, with the exception of one VIP
driver, no other drivers mentioned TravTek features or functions in the accident report forms.
The three crashes involving Rental driversincluded two crashes on private property (parking
lots) where the TravTek vehicles were stopped in traffic asit was struck by another vehicle.

Examination of in-vehicleslog for the above VIP driver showed frequent attempts to use of the
ZOOM IN feature whilethe vehiclewasin drive. Thisfunction isnot available to the driver
whilethevehicleisindrive. Report from the TI1SC operator for this accident indicates that the
driver was using the cellular phone at the time of the crash. The driver was using the cellular
phone to request information from the T1SC operator on the use of the ZOOM IN feature (while
the car wasin drive). Thelocation of this accident is noted as an accident “black hole.” Thisis
an intersection with ahigh accident rate. Findly, the TravTek driver involved in this crash was
cited for careless driving. Based on the available evidence it is difficult to identify the use of
TravTek features or functions as the primary causal factor in this accident. This driver was
engaging in several behaviorsthat diverted attention away from the roadway while engaging in a
turning maneuver.
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These behaviorsincluded use of the cellular phone, talking with a TISC operator, and attempting
to use a TravTek function that was designed not to function while the vehicle wasin motion.
This combination of behaviors plus other factors (e.g., engaging in aturning maneuver in a
potentially dangerous intersection) led to the accident.

Seventy percent of the accidentsin TravTek were accounted by the Other Driver category. This
category includes experimenters, TravTek partners, AVIS employees, and VIP drivers. These
drivers were generally testing the system, and their use of the system may not be representative
of the“average” user.

The entire population of driversin TravTek drove approximately 1,887,978 km (1,172,657 mi)
during the 10 month test phase of the program. In contrast, Pathfinder reports approximately
112,700 km (70,000 mi) driven with 8 property damage crashes. (12) The Pathfinder system,
drivers, and traffic network are not directly comparable to the TravTek; however, it represents
the only available source of datafor another ATIS operational test.

Accident/Incident Rates for Comparable AVIS Non-TravTek Vehicles

The Safety Evaluation test plan calls for comparing TravTek accident rates against comparable
vehicles and drivers without TravTek devices that drove in Orlando during the operational test
period. In other words, a proper comparison group for the largest population of TravTek drivers
(the renters) should be renters of non-TravTek AVISvehiclesin Orlando. Research by Perel
indicates that vehicle familiarly is an important factor in crash involvement's. (3 For example,
driverswith fewer than 805 km (500 mi) of experience with avehicle are approximately 2 to 3
times more likely to be involved in crashes than would be expected. (13 Thus, renters who tend
to be unfamiliar with the rental vehicle may be more likely to be involved in accidents relative to
those driving their own familiar vehicle. Vehicle familiarity may be amore critical factor for
ATIS equipped vehicles where the drivers are unfamiliar with the normal vehicle controls, blind
spots, etc. aswell asthe ATIS devices.

Data on accident rates and exposure for AVIS non-TravTek rentals are not available. The
available data from AVIS are for “incidents.” According to AVIS, an incident includes crashes,

hail damage, theft, etc. AVIS also provided mileage data for the TravTek fleet of 100 vehicles
from March 92 to February 93. The AVIS estimate for TravTek km (2,249,473 km (1,397,188

mi)) does not include 16,100 km (10,000 mi) driven by the camera car. The adjusted estimated

number of km driven by the TravTek vehiclesis 2,265,573 km (1,407,188 mi) (1,887,978 km

(1,172,657 mi) for the lo-month operational phase of the program). Table 13 presents a
summary of TravTek and AVISincidents. The AVISincident data are for Orlando and for the
nation. It should be noted that the exposure numbers (miles driven) for the Orlando non-TravTek

fleet was estimated by AVIS. Monthly mileage was estimated by multiplying the number of
rental's against the average rental mileage.

Table 13 shows that incident rates per mvm were 11.94, 56.26, and 17.59 for TravTek, non-
TravTek Orlando, and non-TravTek nation, respectively. The high incident rate for non-TravTek
Orlando rentals is attributed by an AVIS analyst to the hail storm that occurred the month prior
to the start of the TravTek operational test. AVIS was not able to remove the hail damage
incidents from their Orlando incident count. The table shows that TravTek is lower than Orlando
and the Nation with respect to incident rates.
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Table 12. Summary of TravTek incidents/accidents during operational test phase.

Date ID Time | Weather | Road | Crash | Ticket Driver Status Comments
Type

7/14/92 27371 12:30 ? Public Yes No R* TravTek car was struck on right door.

6/2/92 21371 12:50 ? Public Yes Yes VIpP** “ After making left turn | was looking at the
TravTek computer screen, glanced up, saw a car
stop-applied brakes and hit the rear end of car.”

6/13/92 26631 21:55 Raining Private Yes No R “| was following directions of person employed
to direct traffic out of Sea World when abus
backed into the side of our rental car. We
(myself and the employee at SeaWorld ) tried to
get the bus to stop but we were not successful.”

6/21/92 ? ? ? Public No No ET*** Vandalism to GPS antenna while car was parked.

8/3/92 ? 14:10 Sunny Public Yes Yes ET TravTek car was struck by car backing out of a
driveway.

8/14/92 ? 9:00 Clear Private Yes No ET TravTek car was struck on right door at car wash
located at AVIS QTA.

8/16/92 95181 ? ? ? ? ? R Unreported damage to right front fender.

9/1/92 ? ? ? ? ? ? R Unreported damage to driver door.

9/13/92 ? 16:40 Raining Public Yes Yes ET TravTek driver cited for failure to yield right of
way. Car was struck on right side while going
through intersection.

9/17/92 31841 ? “ Good’ ? ? No R Report indicates damage to rear and right rear
fender of car. No accident report filed.

1/11/93 ? 9:30 ? Public Yes Yes ET TravTek driver cited for improper change of
lane. Car was struck on right door while
departing toll station and in the process of
changing lanes.

2/10/93 ? 17:44 “ Good’ Public Yes Yes ET Struck on left front fender while turning left.
Other driver cited for failure to yield.

3/12/93 ? 20:45 “ Good’ Private Yes No ET TravTek car struck on left door while driving
through parking lot.

3/14/93 41351 10:30 Clear Private Yes No R Was rear ended while stopped in line
approaching the parking gates at Universal
Studios.

* Rental User
*x Non-Subject Driver

ik Evaluation Team member




Table 13. TravTek and non-TravTek incident statistics.

Condition Number of Number of Miles I ncidentYmvm
Incidents

TravTek 14 1,172,657 11.94
Non-TravTek 1,247 22,164,979 56.26
Orlando

Non-TravTek 57,079 3,244,779,425 17.59
Nation

1 mi=1.61 km

For testing the difference between two accident rates, the following statistic can be employed:

Z=1In(RI/R2) / (I/N1 +I/N2)*.5

Where;
Rl &R2: rates for the two samples being compared(e.g., TravTek versus Orlando)
N1 &N2: the number of incidents/accidents for the samples being compared

Comparison between TravTek and non-TravTek Orlando AVIS rentals yields a Z equal to 5.77
(p<0.001). Thisresult indicates that the TravTek incident rate is statistically lower than the rate
for thenon-TravTek AVISrentalsin Orlando. Comparison between TravTek and non-TravTek
Nation rates yields a Z equal to 1.45 (p>0.05). This indicates that the TravTek incident rate is
not statistically different from the rate for non-TravTek AVIS rentals based on nation-wide
statistics.

The results presented in table 13 show that at aglobal level TravTek may have been as safe or
safer than driving in anon-TravTek equipped vehicle. However, the low number of km driven
for TravTek, and AVIS' definition of “incident” make these results more suggestive than
conclusive.

EXPOSURE ESTIMATES

The exposure number presented for TravTek thus far aggregates across all studies and driver
types (e.g., renters, local drivers, VIP's, evauation team members, subjects in controlled field
studies). This section presents estimated km driven as a function of the different categories of
drivers.

Miles driven for the Rental, Local, and System Effectiveness studies were estimated using in-
vehicle log data. For the Renters, vehicle logs for 73 Services, 309 Navigation, and 576
Navigation Plus drivers were analyzed. The average number of trips and average trip length was
computed for the S, N, and N+ conditions using in-vehiclelog data. The number of driversin
the S, N, and N+ conditions were 3 14,684, and 971, respectively. The number of driversin the
above conditions was determined by using the in-vehicle logs. Total km driven for the S, N, and
N+ conditions were estimated by computing the product of average number of trips, averagetrip
length, and number of drivers for each respective condition.
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For the Local drivers, vehiclelogsfor 21 N, and 29 N+usage periods were analyzed. For
the System Effectiveness studies (Y oked and OTNYS), a subset of in-vehicle logs were

sampled to estimated number of km driven by subjectsin the studies. For the Camera Car

Study, the odometer reading was used where the km driven by the experimenter were
subtracted from the reading. For the Other category, km driven was computed by
subtracting the estimated km driven (the above categories) from the total number of

estimated km driven by the TravTek fleet. Table 14 presents the estimated number of km

driven for the different categories of driversin the TravTek operational test.

Table 14. Estimated number of miles driven.

Condition Estimated Miles Driven Percent of Total Miles
RENTERS 541,773
Services 97,576 8.32%
Navigation 189,350 16.15%
Navigation + 254,847 21.73%
OTNS 22,614 1.93%
YOKED 11,412 .97%
CAMERA 7,140 .61%
LOCAL 107,288 9.15%
OTHERS 482,430 41.14%
Total 1,172,657
1 mi=1.61km

The Other category included the second highest number of km driven for TravTek. This
category included Evaluation Team membersaswell asVIP's. In addition, any data
collection that included “pilot” subjects would fall in this category.

COMPARISON OF VEHICLE CRASH INVOLVEMENT RATES

One method by which to evaluate the safety of an in-vehicle system (e.g., ATIS displays and
controls, car phones) would be to compare the accident involvement rates for vehicles
equipped with “gadgets’ versus those not equipped with gadgets. In addition, awide range of
relevant variables known to affect accident rates would be statistically controlled through
proper sampling. For example, the groups would be equated for such variables as driver age,
driving experience, and vehicle familiarity. In addition, such factors as the type of roads
driven (e.g., freeways versus surface streets), rural versus urban km driven, time of day,
visibility conditions (day versus night), etc. would be statistically controlled or extremely
large samples would be gathered where these factors would be “averaged” across the two
samples. In the case of TravTek, although approximately 1.93 million km (1.2 million mi)
were traveled, when compared to national statistics on the order of trillions of km, the
TravTek km can be considered as few. Moreover, a comparison group matched along
relevant variables was not available.
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Earlier in this report, the results of the Pathfinder operational test with respect to safety were
briefly discussed. In Pathfinder there were approximately 112,700 km (70,000 mi) driven with 8
property damage accidents. Though Pathfinder and TravTek differ along many dimensions
related to safety (e.g., driver characteristics, traffic network, in-vehicle interface design),
Pathfinder represents the only other operational test of an ATIS were results are available. The
crash rates from Pathfinder and TravTek can be compared using the formula previously used in
this report to compare TravTek incident rates against non-TravTek AVIS rentals incident rates.
Comparison of the Pathfinder and TravTek accident rates yield a value of Z equal to 5.31
(p<.01). This indicates that the accident rate for TravTek (including all drivers) is statistically
lower than the rate observed for Pathfinder.

An additional data base for evaluating the results of TravTek from a safety perspective includes
the General Estimates System. ) An extensive summary of accident statistics are provided in the
GES 1991. However, the statistics provided in this report are for police-reported traffic crashes.
Research reported by Miller et al. indicates that there may actually have been 2.5 times as many
accidents as are reported in the national statistical data bases. ©® This finding suggests that GES
accident statistics are not the proper comparison for the TravTek accident rates. In TravTek, all
accidents are "reported."

The following presents a series of comparisons between TravTek and GES vehicle crash
involvement rates. A correction factor of 2.5 was applied to the GES rates (e.g., multiply GES
rates by a factor of 2.5) to make them more comparable to the TravTek reported rates.

For the following analyses, crash vehicle involvement rates per mvm are used. This is the
statistic used in the previous section of this report. Use of the same statistic across reports will
allow for better comparisons of results.

The TravTek network is in an urban area. The vehicle crash involvement rate for urban areas
was derived in the previous section. This rate is equal to 3.1 million veh-km (1.926 mvm).
Again, this statistic is an estimate for police-reported crashes. For the purpose of analysis, a rate
of 4.82 (1.926 x correction factor of 2.5) is used to compare the population crash involvement
rate against the TravTek rates. It should be noted that drivers of TravTek vehicles sometimes
drove outside of the TravTek coverage area. The traveled km inside and outside of the TravTek
coverage area were not estimated for the one year operational test.

Review of Statistical Procedure

For the computations that follow, vehicle involvement rate (probability) as a function of vehicle
km driven was assumed to be distributed as a Poisson. The following formula yields
probabilities for a Poisson distribution:

P(R=r | A, p) = (e"M (At)")/r!

A is the number of vehicle crash involvement's (population parameter)
t the number of km driven (in mvm)
r the observed number of crashes

Figure 23 presents an example probability distribution for A =4.82 and t=1 (1 mvm). The shape
of the distribution will vary as a function of t and A. The mean of the distribution is equal to At
with the variance equal to the mean.
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Figure 23. Probability distribution of crashes for a population with mean equal to 7.76/million

veh-km (4.82/mvm) (1 mvm of exposure).

Total Crashes

There were a total of 10 crashes for the TravTek operational test. This would yield a crash rate
of 13.73/million veh-km (8.53/mvm). Figure 24 presents the probability distribution for all
TravTek drivers where the number of km driven was 1.89 million veh-km (1.172 mvm). As can
be seen, the average for TravTek is shifted to the right relative to figure 23. The reason for this is
that the figure for TravTek is based on 1.89 million veh-km (1.173 mvm) rather than 1.61 million
veh-km (1 mvm). As exposure increases, we can expect to see more crashes for a given sample
from a population.
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Figure 24. Probability distribution for total number of crashes for all drivers in TravTek
(1.89 million veh-km (1.173 mvm)).
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For the TravTek operational test, the probability of 11 or more crash involvement’sis equa to
0.03. Thisindicates that the TravTek crash involvement rate (when the population averageis
adjusted by afactor of 2.5) is statistically higher than the adjusted population average. The total
number of crashesfor TravTek included counting crashes that occurred on private property (e.g.,
parking lots) and included minor damage. Even though a correction factor of 2.5 was applied to
adjust for the fact that the number of police-reported crashes represents an underestimate of the
true crash rate, inclusion of minor accidents on private property islikely to result in an additional
and unrealistic inflation of the TravTek accident rate.

If one were to consider only those crashes that occurred on public roads, the rate for TravTek
would be based on 6 crashes. This yields a crash involvement rate of 8.23/million veh-km
(5.1 Ymvm). Thisrateisnot statistically higher than the adjusted population average of
7.76/million veh-km (4.82/mvm). The probability of 7 or more crashes with 1,887,978 km
(1,172,657 mi) of exposure is 0.337.

Aswas mentioned in the previous section of thisreport, use of crash rates for evaluating the
safety impact of an in-vehicle device, or other variables such as changes to highway design
require alarge volume of datato be recorded where exposure needs to be several magnitudes
greater then was observed in TravTek. Evaluation of changes to highway design that use
accident statistics are generally conducted over several years. Furthermore, accident data are
available for the specific segment of roadway prior to the implementation of design changes. For
example, the Accident Research Manual recommends the use of experimental designs such as
before/after with randomized control groups for evaluating the impact of changes to highway
design on safety. (1Y) For these evaluations, groups represent multiple sites where highway design
changes have or have not been implemented.

If we were to model our experimental design to meet the recommendations from Council et al. in
the case of evaluating the impact of an in-vehicle device on safety where crash data are
employed, one would need two groups of drivers. (Y} One group would use the in-vehicle device
and the others would drive the same type of vehicle without an in-vehicle device. Both groups
would drive the vehicles for a period of time without an ATIS device to obtain baseline measures
of accident rates. After the baseline measures are collected, one group would have the ATIS
device installed and the other would continue to drive without the device. Finally, the device
would be removed from the vehicles and data on crashes would once again be collected for both
groups. Thistype of experimental design would only entail the comparison of an ATIS equipped
vehicle against a control condition. (TravTek included severa different configurations of the in-
vehicle device.) Furthermore, based on the analyses performed in the previous section of this
report, exposure datain the order of 16.1 million veh-km (10 mvm) or greater, would be required
for thistype of design.

The experimental design employed for the Y oked Driver Study presents one of the better
methodologies for evaluating safety in the TravTek study. The study employed a set of
preselected O/D’ s where the drivers were generally exposed to the same environmental and
roadway conditions, the driversin different configurations drove during the same time of day and
experienced similar traffic conditions, and drivers were randomly assigned to the conditions.
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However, there were no crashesin the Y oked Driver Study and too few km were driven in each
condition to obtain reliable statistics for crash dataif they would have occurred.

Another issue that should be considered when employing crash data to evaluate the safety of an
in-vehicle device, isthe bias of the analytical procedure for detecting negative effects when few
km of exposure are collected. For example, in order to demonstrate greater safety using the
above statistical approach, only 1 crash could have occurred. The probability of 1 or zero

crashes for the entire TravTek sample would be equal to .024 given an adjusted population
average and 1.89 million veh-km (1.173 mvm) of exposure. On the other hand, the probability of
2 or less crashes would be 0.08, anot statistically significant effect.

Crashes per Driver Group
In a previous section, number of km driven was estimated for:

Renters . Local Drivers . OTNS
CameraCar Study . Yoked . Others

Thefollowing presents statistics for these separate groups of drivers; however, the validity of the
statistics will be extremely questionable due to the reduced exposure levels for each subgroup.
Aswas discussed earlier, 2.42 million veh-km (1.5 mvm) represents a minimum for computing
accident statistics. The total number of km for the TravTek operational test falls below this
minimum.

Renters

There were three crashes for the Renters where 872,255 km (541,773 mi) were driven. This
yields a vehicle crash involvement rate of 8.9 million veh-km (5.53/mvm). As shown in table 3,
the km driven for the Renters was divided among the S, N, and N+ conditions. The S condition
represents a control condition where none of the TravTek navigation or guidance displays were
available to the drivers. There were no crashes reported for the S condition. Figure 25 presents
the probability distribution for the S condition. The probability of obtaining zero crashesfor this
condition isequal to 0.625. Thisindicates that the crash rate for the S condition is not
significantly different from the population crash rate. With thislow level o